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By Mr. COX: Resolution (H. Res. 343) requesting the Secre-
| tary of State to furnish to the House of Representatives in-
| formation in regard to Jacob Hoffman; to the Committee on

Foreign Affairs.
By Mr. SLAYDEN : Joint resolution (H. J. Res. 202) propos-
ing to amend section 2971 of the Revised Statutes of the United
' States; to the Committee on Ways and Means.

PRIVATE BILLS AND RESOLUTIONS.

Under clause 1 of Rule XXII, private bills were introduced and
severally referred as follows:

By Mr. BRITT: A bill (H. R. 17352) granting a pension to
Cicero F. Smith; to the Committee on Pensions.

Also, a bill (H. R. 17353) granting a pension to Julius
Scheuer; to the Committee on Pensions.

By Mr. CAMPBELL: A bill (H. R. 17354) granting an in-
crease of pension to Willinm Strope; to the Committee on In-
valid Pensions.

By Mr. CLARK of Florida: A blll (H. R. 17355) granting a
pension to Jessie . Frier; to the Committee on Pensions.

By Mr. FORDNEY : A bill (H. R. 17356) granting a pension
to Blamarette Eldredge; to the Committee on Invalid Pensions,

By Mr. HAUGEN: A bill (H. R. 17357) granting an increase
of pension to John Keefe; to the Committee on Invalid Pen-
slons.

Also, a bill (H. R. 17358) granting a pension to Arthur Pat-
ten; to the Committee on Pensions.

By Mr. HUDDLESTON : A bill (H. R, 17359) granting a pen-
sion to Robert L. Crook, jr.; to the Committee on Pensions,

By Mr. NORTH: A bill (H. R. 17360) granting a pension to
Harriet Alexander; to the Committee on Invalid Pensions.

By Mr. RIORDAN: A bill (H. R. 17861) for the relief of
WWilliam H. Sullivan; to the Committee on Claims.

By Mr. RUSSELL of Missouri: A bill (H. R. 17362) grant-
ing an increase of pension to John C. Smith; to the Committee
on Invalid Pensions,

By Mr. SHOUSE: A bill (H. R. 17363) granting a pension to
Elizabeth Noland; to the Committee on Pensions,

By Mr. WILSON of Florida: A bill (H. R, 17364) for the re-
lief of H. W. Reddick; to the Committee on War Claims.

Also, a bill (H. R. 17365) granting a pension to Fred D,
Abbott; to the Committee on Pensions.

PETITIONS, ETC.

Under clause 1 of Rule XXII, petitions and papers were laid
on the Clerk’s desk and referred as follows:

By Mr. CAREW : Petition of New York Produce Exchange,
favoring adequate American merchant marine; to the Commit-
tee on the Merchant Marine and Fisheries,

By Mr. DALE of New York: Memorial of National Associa-
tion of Credit Men, favoring a national bankruptey act; to the
Committee on the Judiciary.

By Mr. DOOLING: Petition of the Merchants' Association
of New York, favoring repeal of the law purporting to Feder-
alize the National Guard; to the Committee on Military Affairs,

SENATE.
WepNEspay, August 9, 1916,
(Legistative day of Saturday, August 5, 1816.)

The Senate reassembled at 10 o'clock a. m,, on the expiration
the recess.

Mr. SMOOT.
guorum.

The VICE PRESIDENT. The Secretary will call the roll.

The Secretary called the roll, and the following Senators an-
swered to their names:

Mr. President, I suggest the absence of a

Asghurst Gallinger Overman Sterling
Brandegee Gronna Penrose Btone
Bryan Harding Ransdell Swanson
Chamberlain Johnson, 8. Dak, Reed Taggart

Jones Robinson Thompson
Clargc, Ark. Kenyon Shafroth Tillman

Kern Sheppard Vardaman
Culberson Lane Slmmons Wadsworth

Nelson Smith, Ga. Williams
Dllllnglmm Norris Smith, 8. C. Works
Fletcher Oliver Smoot

The VIOE PRESIDENT. Forty-three Senators have an-
swered to the roll eall. There is not a quorum present. The
Secretary will eall the roll of absentees.

The Secretary called the names of the absent Senators, and
Mr, WeExs answered to his name when called.

Mr. BanxHEAD entered the Chamber and answered to his
name,

Mr. KERN. I move that the Sergeant at Arms be directed to
request the attendance of absent Senators.

The motion was agreed to.

The VICE PRESIDENT. The Sergeant at Arms will carry
out the instructions of the Senate.

After a little delay Mr. Cumans and Mr. Hazpwick entered
the Chamber and answered to their names.

Mr., PENROSE (at 10 o'clock and 20 minutes a. m.). Mr.
President, I move that the Senate adjourn, and I ask for the
veas and nays on the question.

The yeas and nays were ordered, and the Secretary proceeded
to call the roll.

Mr. COLT (when his name was called). I have a pair with
the junior Senator from Delaware [Mr. Saurnssury] and there-
fore withhold my vote.

Mr. STERLING (when higs name was called). I have a pair
with the senior Senator from Nevada [Mr. NEwrAxps] and
therefore withhold my vote.

Mr. WADSWORTH (when his name was called). I have a
pair with the junior Senator from New Hampshire [Mr. HoLris],
In his absence I withhold my vote.

Mr. WEEKS (when his name was called). I have a general
pair with the senior Senator from Kentucky [Mr. JAmEs]. In
his absence I withhold my vote.

The roll call was concluded.

Mr. TILLMAN. I transfer my pair with the Senator from
West Virginia [Mr. Gorr] to the Senator from Tennessee [Mr,
Lea] and vote “ nay.”

Mr. DILLINGHAM. I withhold my vote, as I have a gencral
pair with the senior Senator from Maryland [Mr. SarTH].

Mr. GRONNA (after having voted in the affirmative), I voted,
but I have a general pair with the Senator from Maine [Mr.
JorxsoN]. Not knowing how he would vote if present, I with-
draw my vote,

Mr. HARDING. In the absence of my general pair, the Sena-
tor from Alabama [Mr. UnpeErwoobn], I withhold my vote.

Mr. SMITH of Georgia (after having voted in the negative).
I have a general pair with the senior Senator from Massachu-
setts [Mr. Lobge]. As that Senator did not vote, I transfer that
pair to the junior Senator from Louisiana [Mr. Broussanp] and
will let my vote stand.

Mr. STONE. Mr. President, has the Senator from Wyoming
[Mr. Crark] voted?

The VICE PRESIDENT. He has not.

Mr. STONE. I transfer my pair with that Senator to the
Senator from New Jersey [Mr. Martine] and vote “ nay.”

Mr. DILLINGHAM. I transfer my pair with the senior Sena-
tor from Maryland [Mr. SaaTH] to my colleague [Mr. Pack]
and vote * nay."”

Mr. VARDAMAN. I desire to announce that the Senator
from Kentucky [Mr. Beckman] is detained from the Senate on
official business.

Mr. KERN. I desire to announce that the Senator from Ohio
[Mr. PoMeRENE] is necessarily detained from the Senate on im-
portant business.

Mr. CURTIS,
pairs:

The Senator from New Mexico [Mr. CaTron] with the Senator
from Oklahoma [Mr. OwWEN] ;

The Senator from Delaware [Mr. puv Poxt] with the Senator
from Kentucky [Mr. BECKHAM] ;

The Senator from New Mexico [Mr. IFarr] with the Senator
from West Virginia (Mr. CHILTON] ;

The Senator from North Dakota [Mr. McCusmper] with the
Senator from Colorado [Mr. THOMAS] ;

The Senator from Connecticut [Mr. McLeax] with the Sena-
tor from Montana [Mr., MyErs] ;

The Senator from Illinois [Mr. SaermMAxr] with the Senator
from Kansas [Mr. THOMPSON] ;

The Senator from Michigan [Mr. Sarra] with the Senator
from Missouri [Mr. ReEp] ;

The Senator from Utah [Mr, SurHeERtAxDp] with the Senator
from Arkansas [Mr. CLARKE] ; and

The Senator from Rhode Island [Mr. LrepiTr] with the Sena-
tor from Montana [Mr. WaLsH].

The result was announced—yeas 5, nays 34, as follows:

I was requested to announce the following

YHAS—D.
Commins Gallinger Jones Smoot
Curtis

NAYS—24.
Ashurst Cla Hardwick Lane
Bankhead Cul o 800 Johnson, 8. Dak Myers
Bryan Dillingham Kenyon Nelson
Chamberlain Fletcher Kern Oliver

AUTHENTICATED
U.S. GOVERNMENT
INFORMATION

GPO




1916.

CONGRESSIONAL RECORD—SENATE.

19341

Overman Shafroth Stone Vardaman
Penrose Sheppard Taggart Willlams
Pittman Simmons Thompson Works
Ransdell Bmith, Ga. Tillman
Robinson Smith, 8. C. Townsend
NOT VOTING—G56.

Beckham Gronna McCuomber Sherman
Borah Harding Melean Shields
Brady Hitcheock Martin, Va. Smith, Ariz.
Brandegee Hollis Martine, N. J. Smith, Md.
Broussard Hughes Newlands Bmith, Mich,
Catron Husting Norris Sterling
Chilton James O'Gorman Sutherland
Clark, Wyo. Johnson, Me. Owen Swanson
Clarke, Ark, La Follette Page Thomas

'olt Lea, Tenn, Phelan Underwood
du PPont Lee, Md. Ioindexter Waidsworth
Fall Lewis Pomerene Walsh
Gofl Lippitt Reed Warren
Gore ge Baulsbury Weeks

So the Senate refused to adjourn.

Mr. STONE. Mr. President, are there not a number of Sena-
tors present who did not vote?

The VICE PRESIDENT. The vote which has just been taken
was on a motion to adjourn.

Mr, SIMMONS. I again suggest the absence of a quorum.

The VICE PRESIDENT. The Senate has not adjourned,
and the order directing the attendance of a quorum is still ip
force and effect for the Sergeant at Avms to carry out the in-
structions of the Senate.

The Secretary called the names of Mr, Myers and Mr, Prrr-
arax, who answered * Present.” :

Mr. STONE. Mr. President, I should like to make a parlia-
mentary inquiry. If it be troe that while an order of the Senate
requiring the Sergeant at Arms to notify absent Senators to
attend so as to make a quorum is pending, a motion to adjourn
is made, as has been done in this instance, and it is disclosed
that a quornm of the Senate is present, is it not entirely proper
in such circumstances to move that the order to the Sergeant at
Arms be vacated?

The VICE PRESIDENT. The roll call on the motion to
adjourn did not disclose thie presence of a quorum. The presence
of a quorum has now been disclosed. Forty-nine Senators hav-
ing answered to the roll call, a quorum is present.

THE MERCHANT

The Senate, as in Committee of the Whole, resumed the con-
slderation of the bill (H. R. 15455) to establish a United States
shipping board for the purpose of encouraging, developing, and
creating a naval auxiliary and naval reserve and a merchant
marine to rmecet the requirements of the commerce of the United
States with its Territories and possessions and with foreign
countries; to regulate carriers by water engaged in the foreign
and interstate commerce of the United States; and for other
purposes,

Mr, SIMMONS. Mr. President, there has been a sudden and
rapid growth of sentiment in this country in favor of what is
usually characterized by the term * preparedness.” That out-
burst of sentiment has not been the result of any panic or hys-
teria on the part of our people. We are just as sober-minded
and just as sure of ourselves and our strength as ever. The
wiar has not in any way shaken our confidence or unsteadied
our nerves; but, Mr. President, as a result of the events of
the last two years, we have gained a new and a broader view-
point and a clearer vision and perception with respect to our-
selves and our relations to the other nations of the world, and
we see now clearly where we before saw only obscurely; and
this clearer vision has brought within our horoscope dangers we
had not before seen and of our pitiable unreadiness to meet and
to combat those dangers.

The new dangers and responsibilities whieh have been thrust
upon us by reason of our advent into the family of world powers
and by reason of the events that are transpiring across the
water, bringing about a general world disturbance, are not dan-
gers which formerly menaced us. They are not dangers of the
eighteenth or nineteenth century; they are largely dangers and
responsibilitics of the twentieth century. They are dangers
which affect us territorially and commercially and industrially.

In the past we have safely relied upon our greatness in popu-
lation, in wealth, and in natural resources as our sure bulwark
against outside attack. We have felt in the past that we were
g0 powerful and so rich that no nation dare attack us. We have
relied upon this; but we have relied possibly more upon our
geographieal isolation as a sure protection against outside at-
tack. We have felt that the vast stretch of waters that separates
us from the great military and naval nations of the world was
a sure protection to us against aggressions or attacks from any
of those great powers.

MARINE,

We have now learned that our great prosperity, our great
population, our great wealth, while, of course, they afford us
some protection at the same time tend to invite attack, at the
same time serve as a temptation and a lure to encourage aggres-
sion and attack from the outside; or if they do not invite attack
they at least expose us to the constant danger of international
complications and controversies, in themselves pregnant with all
sorts of dangers,

We have learned that the seas which separate us by thousands
of miles from Europe and Asia do not now, as formerly, afford
security against aggression, invasion, or attack. We now see
clearly that modern discoveries, inventions, and seienee have
overcome the difficulties which made them in former times a
safe burrier of protection. We now realize liow close, from a
military standpoint, we are to Europe, and that the broad ex-
panse of water which separates us is no longer an obstruction,
but a great highway furnishing a thousand tracks for the
concentration and mobilization of armies and navies and of all
the paraphernalia of war upon our coasts.

With the facilities afforded in these modern times for sea
transportation, the 3,000 miles which separate us from Europe
can be spanned almost as quickly as the 3,000 miles that sepa-
rate the Atlantic seaboard from the other coast of this country.
When we consider some of these great leviathans of the sea
that are now being constructed, such as the Bismarck, now being
built in Germany, with a capacity of 56,000 tons, with a carry-
ing capacity greater than a thousand freight cars, with a speed
equal to that of the ordinary freight train, and not far behind
that of the ordinary passenger train, it is easy to realize
that mobilization of armies and of supplies and of all the other
implements and accessories of war can be accomplished almost
as expeditiously on sea as on land.

Mr. President, a full realization of this situation and of
these dangers has aroused the public mind in this country and
crystallized public sentiment in favor of such a thoroughgoing
preparedness as will safeguard us against the dangers of the
present and the contingencies of the future. 5

Congress has liberally responded to the demand for military
preparedness. Congress has liberally responded to the national
demand for naval preparedness also. In the course of the de-
bate upon that measure I was gratified to hear the Senator from
Massachusetts [Mr. Lopge], the ranking minority member of the
Committee on Naval Affairs, declare his satisfaction with the
provision made for naval preparedness.

I assume he voiced the sentiment of the other side of the Cham-
ber, and that we are agreed without reference to party, as the
people are agreed outside of this Chamber, upon the proposition
that we have done as much as the circumstances will permit
and as much as the circumstances now seem to require toward
providing ample protection against the dangers as we now see
them, so far as it can be done through the Navy,

So much, President, so good ; but to stop here would leave the
program incomplete, and our vast scheme of military and naval
preparedness would be ineffective. It is an axiom, I think,
accepted in all countries where they have navies and ilitary
establishments that fighting ships, like armies, can not earry
their supplies of food or munitions with them. The supplies
must be brought to them, and without adequate facilities for
this purpose they are helpless. The railroad connects the army
with its base of supplies. Naval auxiliaries connect the navy
with Its base of supplies. A navy can no more carry its supplies
of food or its supplies of ammunition or of fuel along with it
than an army can carry like necessaries along with it; and an
auxilinry navy, a well-balanced auxiliary navy, an auxiliary
navy capable of adequately supplying the navy in case of war
as well as in case of peace, is just as necessary to the navy, if
it is to be an effective war machine, as the railroad and the
other land facilities of transportation are necessary to connect
the army with its base of supplies. Without this connection the
navy would be just as helpless in action as it would be if it had
no guns or as it would be if it had no munitions to supply its
guns.

The same thing is largely true in respect to the Army in cer-
tain conditions. The Army in certain conditions is utterly use-
less, utterly heipless to serve the purposes of the Nation, with-
out adequate transport service,

We had a lesson in that matter during the Spanish-American
War which makes it unnecessary to elaborate this proposition.
It is only necessary to refer to that oceasion. We had our
military forces upon our coast ready and anxious to meet the
enemy in Cuba, and yet our whele program had to halt, our
soldiers had to remain idle in an insalubrious climate and with
insanitary surroundings, until we could go out into the open
market and draw from the meager supply of our merchant
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marine such vessels as we could get at any priece which selfish-
ness saw fit to impose; but until we got them our Army could
not move,.

At present, Mr. President, we have practically no naval
auxiliary fleet, certainly none worthy of the name; not enough
to serve our purpose, even in time of peace, surely not encugh
to supply the requirements of our Navy or of our Army in time
of war. We have only 53—I think I am accurate—so-called
auxilinry maval vessels. Only 24 of those are of modern con-
struction. The other 29 are old vessels, the average age of
them all being 25 years, none of them built for the purpose
for which they are now being used, none of them built with
reference to their conversion into auxillaries, and most of the
modern wvessels, as well as the old ones, largely unsuited for
these purposes,

But, Mr. President, we are managing to get along, and prob-
ably could manage to get along, with this junk fleet in time of
peace; but what about the reguirement in this respect of our
Navy as it exists in time of war?

I do not myself, of course, profess to know the facts with
reference to this matter further than I get them from official
sources. I have here the reply of Admiral Benson, written as
Acting Secretary of the Navy, to the Secretary of the Treas-
ury, Mr, McAdeo, in response to an inquiry made of the Secre-
tary of the Navy in these words:

Cousidering our Navy as it is to-day, and having reference to its
maximopm usefulness and -efficiency in time of war, what num! of
merchant vessels, and of what total tonnage, would be required?

To that letter Admiral Benson replied:

There would be required 400 merchant vessels for auxiliaries, with
a total of 1,172,000 gross tonnagze. In addition to the above, a number
of small vessels would be required.

Here we have the statement of the Navy Department that in
the present condition of the Navy—making no allowance what-
ever for its enlargement as proposed in the legislation of this
session—that in time of war upon a basis of maximum efficiency
it will require, in addition to the vessels we already have, 400
vessels, of a total of over 1,000,000 tonnage.

Now, in case of emergency, in case we are forced to defend
our shores against foreign assault—for I assume we are not
likely to engage in an aggressive war—in case of attack upon
us or in any case where we find it necessary to employ our
Navy in armed conflict with another power, we will have to
have these vessels quickly. If we are to get efficient and suit-
able vessels there must be some prearrangement with reference
to their construction. Otherwise we would not likely find in
our merchant marine many vessels of the requisite speed and
construction. But, Mr. President, assuming that we had such
vessels in our merchant marine, how would we get them into
our possession? Only in the way that we supplied our wants
in this respect in the Spanish-American War—by going into
the open market, buying what we could get, and paying such
prices as were demanded.

Of course, Mr. President, our merchant marine is in a much
better fix now to supply us with a better class of vessels than we
got then. As a result of the liberal legislation of this Congress,
exemplified In part in what is known as the ship-registry act, a
considerable number of vessels have been brought under Ameri-
can registry. Most of those vessels, however, are vessels that
were constructed for special uses, owned largely by the Standard
0il Co. as tankers, owned largely by the United Fruit Co. and
adapted especially to that trade, owned by the steel companies
and by the coal companies. Most of them were vessels of Ameri-
can ownership before the war but under foreign registry. Thart
is not true of all of them, but most of them that have trans-
ferred to our flag under that act are of the character I have
described.

Whether they are going to remain permanently under our
flag or not is a very pertinent and relevant inquiry in connee-
tion with the matter I am now talking about. It is easy to see
that it was to their interest, in the conditions which have ex-
isted in the last two years, to get from under the foreign flag
and come under our flag. Whether they will stay under it after
the war is very problematical. In fact, some of the witnesses
who came before the Committee on Commerce said the proba-
bilities were that they would not remain under the flag after
the war. I do not know how that will be, but I hope they will,
although I think very few of them are suitable for the purpose
of naval auxiliaries.

Again, Mr. President, undoubtedly there is building now quite
a number of ships of commerce In our shipyards. They will
add somewhat to our merchant marine. 1 assume they will
probably remain permanently in our merchant marine.

These two sources undoubtedly would give us a broader mar-
ket from which to draw our naval auxiliary, But the conditions

upon which we would acquire them and the question of their

suitability for the purpose would be the same in this case as in

1\:;;& case of our purchase of vessels during the Spanish-American
ar.

But, even with these additions and with other prospective
additions, at best, for years to come the woeful inadequacy of
our merchant marine should appeal to us against the adoption
of a policy which would require us in case of war to draw
from our commerce, either domestic or foreign, a million and a
half or two million tons of shipping, We could not do it without
great injury to our commerce.

These facts seem to me to appeal most powerfully in favor of
this legislation

Mr. CUMMINS, Mr. President——

The PRESIDING OFFICER (Mr. CHirton in the chair).
Does the Senator from North Carolina yield to the Senator
from Iowa?

Mr. SIMMONS., If the Senator will pardon me I would wish
very much that the line of my thought may not be interrupted.

Mr. CUMMINS, The question I am about to ask will not
interrupt the thought of the Senator.

Mr. SIMMONS. Very well.

Mr. CUMMINS. What will be the te tonnage of the-
ships that can probably be secured under this bill? I ask purcly
for information.

Mr. SIMMONS. There are different estimates with respect
to that. It would be impossible to answer the Senator with
accuracy, but it has been estimated by the department at, I
think, about 500,000 tons. There have been some estimates, I
think, of 400,000 tons and some at 600,000. I think 500,000 to
600,000 tons about correct.

Mr. CUMMINS. It would not go very far then toward the
complete preparedness of which the Senator is speaking.

Mr. SIMMONS. No; the amount appropriated by this bill
would not supply all the auxiliaries we would need in case
of a great war taxing the utmmost strength of the Navy. But
under the bill, if a wvessel is constructed by the board and sold
the money received could be msed to build other vessels, and
in this way the fleet ean be constantly increased. It would
be a good start. We must have a beginning to everything.
In case of a great war with a great power or with a combi-
nation of powers—a war which we might conjure up in our
minds as a bare and remote possibility—weould need many more
auxiliaries, but I am persuaded ‘that, having in view the uses
we are likely to have for our Navy in the mear future, the
provision made in this bill, while not altogether adequate,
would reasonably supply the probable demand.

Mr. President, the question has been raised as to whether
the primary object of this legisiation is ‘the construction of
vessels for naval auxiliaries or of merchant vessels. I think
that guestion is irrelevant and immaterial. We are construct-
ing them for both purposes. One has no primacy over the
other, either in the circumstances which suggest this legisla-
tion or the necessities of the situation. We need them both
for naval and military purposes and for commercial purposes.
We need them equally badly in each ease, and when constructed
they will be suitable and adapted to both purposes,

Now, Mr. President, I am through with that part of this sub-
ject. We have made pretty good progress in our preparedness
program upon land. We have not only provided for bringing our
Military Establishment up to a fairly high standard, but we have
made a good beginning, looking to 'the organization and mobiliza-
tion of our industries for purposes of defense in case of trouble
and emergency. We have passed some important legislation
with a view to making industries and the Government absolutely
independent of other countries In time of war, notably the
Government armor-plant and 'the nitrate-plant bills. We have
made progress toward a condition of readiness upon the land
for possible eventualities and contingencies,

But, Mr. President, when we come to the sea we have utterly
neglected the commercial interests of the Government and of the
people upon the sea. For 50 years, as we all know, we have been
absolutely dependent—I use the word * absolutely " advisedly
because it is descriptive of the actual condition thut has existed—
for 50 years we have been absolutely dependent upon foreign
Governments, chiefly our competitors in foreign trade, for our
deep-sea transportation. The greatest, the richest, the most
prosperous Nation upon the earth, with the greatest foreign
trade of any nation upon the earth, with a foreign trade this
year of $6.500,000,000—we are to-day, and we have been for 50
vears, dependent for our over-sea transportation upen our for-
eign competitors, and have had to go to them ‘to buy our trans-
portation, not only to their markets, where they sell it to us
upon fairly equal and fair terms, because they mneed what we
have to sell to them, and want to sell to us what we are willing
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to buy from them, but we have to go to them for transportation
to the neutral markets—the open markets of the world, as well.
That has been the case for 50 years. We have practically no
transportation of our own worth speaking about to South Amer-
iea or to Central Amerien, and practically none to the countries
of the Orient, We must buy our transportation to those countries
from the very men who compete with us in those markets. We
must buy it as we have had to do and have done on terms of
inequality, upon terms which have made successful competition
on our part in those markets impossible.

That is the reason, Mr. President, that we have had such a
small share of the trade of our neighbors to the south of us. Our
competitors, Germany and France and Great Britain, from whom
we buy transportation, supplied, as they are, with magnificent
regular lines of steamers running on regular schedules, with
preferential rates as compared with ours, having by the very
process of diserimination, by the very fact of our dependence
upon them for our transportation, practically closed those
markets to us.

When the war closes, Mr, President, will we be in any better
condition? Notwithstanding the searcity of tonnage, by paying
enormous rates, and by utilizing a part of our coastwise vessels
we have been able to get our products into South and Central
Ameriea, and by reason of the fact that our competitors were in
a condition that they could not supply the wants of those people,
and in a condition that they could not purchase what those people
had to sell, we have of late enormously increased our trade with
these countries. If you will take the statistics you will find
that the best, the largest, and the most satisfactory increases
in our trade, outside of what we call the war orders that have
gone to Europe, have come from South and Central America,
from the islands near us, and from the Orient.

If when the war closes we are without adequate facilities to
handle our own commerce; if we are without a supply of ships,
as we were at the beginning of the war, what is likely to happen
to us? Why, it is clear that when the war closes, finding that
while they were engaged in thelr war we had captured a large
part of the trade which they had theretofore enjoyed with these
people, is there any doubt in the mind of any man who takes
forethought that in their zeal to recapture what they have lost
they will tighten the adverse conditions upon which they will
furnish us this transportation, and will just as effectually shut
us out of those markefs and take from us the trade that we
have acquired under war condltions as if they should refuse to
haul our products at all to those countries?

Mr. President, I do not wish to take up any more time of the
Senate upon that branch of the guestion.

It is sald that while we need ships in our foreign trade and
while we needed them before the war and need them worse
now, and shall probably need them still worse after the war,
it is better to do without them than for the Government to go
into the shipping business, even to the limited and contingent
extent provided in this bill, for fear that private capital may
be driven out of the business. It Is also said that, although
the Government under this bill is to operate none of the ves-
sels it may either bulld or buy, provided it can sell or lease
them upon condition that it may reclaim them when needed for
military or naval purposes, the mere possibility, remote as it
may be, of Government operation will be a menace of such
dangerous import that it would be better to take the chances
of having our forecign eommerce handicapped, if not destroyed,
by the selfishness of our competitors, to whom we should have
to look in that case for transportation, than to risk Government
ownership and operation.

Mr. President, these suggestions are strangely inconsistent
with the attitude of those who now make them with reference
to certain measures relating to this subject and upon which the
Senate acted in 1914, so inconsistent with what I understood
to be thelr attitude during the last session of Congress, when
we had the shipping bill up, that I must feel that the opposi-
tion on the other side to the Government purchase and opera-
tion provisions of the pending bill is either captious or that
it is political.

I recall that when the bill was before us last year opposition
was made to the Government operation and purchase provisions
of the bill. It was strenuously opposed by a group of Demo-
crats over here, as well as by practically the whole membership
of the other side of the Chamber, upon the ground that it would
put the Government into the shipping business, I can not put
my finger upon any declaration of Senators upon the other
side; I have not examined those debates to refresh my memory ;
but I have a very distincet recollection that from some of the
prominent Senators on the other side, who were antagonizing
this legislation upon the grounds I have named, I had repeated
expressions, some in the nature of assurances—because we were

trying to work out a bill that would be satisfactory ‘to both
sides—that if Government operation was limited to o reasonable
period of time—five years being then named—and if a provision
were inserted that would prohibit the purchase of interned ves-
sels or vessels of belligents, because of the fear of international
complications, or, as was described by the other side, the
menace of war as a result of that policy, the opposition to that
bill would practically subside. Now, we have in this bill done
both of those things, to my mind in a very radical way, and a
much more radical way than was propoged in the compromise
suggestions at that time.

Mr. GALLINGER. My. President—-—

The PRESIDING OFFICER. Does the Senator from North
Carolina yield to the Senator from New Hampshire?

Mr, SIMMONS. I do.

Mr. GALLINGER. The Senator says he has not examined
the debates of the last session of Congress on this subject.

Mr, SIMMONS. I mean to refresh my mind, of course.

Mr, GALLINGER. I wish the Senator would refresh his
mind and produce any suggestion made by any Senator on this
side of the Chamber that he would support the blll then pending
even if it were so amended.

Mr. SIMMONS. I do not say that any open expression was
made on the floor; I sald I had conferences, and I received ex-
pressions and assurances to the effect I have stated.

Mr. GALLINGER. Of course I know nothing about the Sen-
ator’s private conversations.

Mr. SIMMONS. I have not spoken of any particular Senator,
and I shall not do so.

Mr. FLETCHER. Mr. President, will the Senator allow me
to interrupt to suggest that the hearings on that bill at that time
all indlicated that the principal ground of objection to the bill
was the feature which provided for operating the ships by the
Government? I think that appears in the hearings. So it is not
necessary to rely upon conversations, for it is of record.

Mr. GALLINGER. Of course the Republican Senators were
not on the witness stand, and they can not be held responsible
for what others may have said; but I want to say here and now
to the Senator from North Carolina that the invasion of the
coastwise shipping of the country, which is provided in this bill,
is quite as serious a matter as Government ownership.

Mr. SIMMONS. Mr. President, I was about to say that we
have met the objections of the group of Democrats on this side
and what I consider the fundamental objections of the Senators
on the other side, made at a time when we were trying to get a
bill that would be satisfactory and would stop a filibuster and
permit us to legislate. We have met those objections radically
in this bill. We have practically made it impossible for the
Government ever to operate any of these vessels, even during
the three-year period, provided that private capital, in its great
anxiety, as we are told, to get into the shipping business, will
buy or lease ships from the Government, which they will be able
to do as cheaply as they can get them built or purchase them in
the open market, and probably cheaper.

We have absolutely eliminated all grounds of objection to the
purchase clause. The power of purchase is so circumseribed
that it does not amount to anything. So we have certainly
met all the objections.

When we made those changes the group of Democratic Sen-
ators who had opposed the bill of the last session beeause of
its Government-ownership feature, who had opposed it by rea-
son of their staunch convictions and adherence to a policy
which they thought was a wise policy, in contradistinetion to
a policy which they thought was not wise and which might
lead to consequences which would be deprecated, having no
political or captious objections, have promptly withdrawn their
opposition and are now the staunch champions of this bill.
Still the other side continues to oppose it.

I want to call the attention of Senators on the other side to
a certain bill upon which they have voted and upon which
some of them have spoken in recent years, by which they com-
mitted themselves irrevocably to the prineiple of Government
operation, not of merchant vessels, but Government operation
as merchant vessels of the vessels of the United States Navy
converted into merchantmen for the specific purpose of com-
mercial development. In that instance they based their action

upon the great need, the imperative need, of our foreign com-

merce in the matter of deep-sea transportation caused by the
neglect for 50 years of the Republican Party to make suitable
provision for the rehabilitation of our merchant marine.

Mr, President, Senators will recall what is known as the
Weeks resolution with respect to the use of our naval and
army vessels—naval vessels, I think, chiefly—commerce car-
riers. That resolution was introduced April 1, 1914. It con-
tained some very remarkable declarations, in the light of the



12344

CONGRESSIONAL RECORD—SENATE.

Auvausr 9,

attitude of our friends on the other side toward this question
at the present time. If starts out by recalling and reciting the
conditions of our foreign trade with respect to transportation
and its need of help from the Government:

Whereas it is desirable to develop and extend commercial relations

between the United States and the countries of SBouth America by the
establishment of direct lines of communication for carrylng the United
States mafl and for the transportation of ; and

8 an

Whereas private capital has not engaged In this service—

That is, in the service with South America—
to a sufficlent extent to furnish facilities comparable to those enjoyed
R&:ﬁ:apeop!e of other countries having mgrrellﬁom with th

The preamble of the resolution struck the root of the trouble
with our frade in every neutral market of the world, Its
author put his finger upon the difficulty in South America, and
he sought to provide against it.

Declaring that it was desirable to develop a line of com-
munication for mails and freight and passengers to South
America, because our facilities for the accommodation of our
trade with those countries were not comparable to those enjoyed
by our competitors, the resolution concludes as follows:

Resolved, That the Secretary of the Navy be, and he is hereby, dl-
rected to cause to b&&reps in detail, a plan for the establlshment
of a line or llnes of ships to run between of the United States

and South Amerl such line or lines of ps to consist of vessels of
the Na not regu for immediate military service, which, in
the opinion of the department, are best adapted for and com-

merelal uaﬂm, and t the Information req this resolutior
shall include the following:

That resolution, introduced by the junior Senator from Massa-
chusetts, passed this body without a division, and its recitals
and its resolves constitute the whole case for which I am con-
tending, so far as Government ownership and operation go.

Mr. STERLING. Mr. President, I did not hear the Senator
from North Carolina say who was the author of that resolution.

Mr. SIMMONS. The junior Senator from Massachusetts [Mr.
WEeEks].

That resolution passed the Senate without a division. The
Secretary of the Navy made his report upon the resolution, and
said he had some small vessels that might be used that he did
not need for naval purposes. They could not earry many
passengers and they could not carry much freight, but he had
them. Now, when that report came in what did the Senator
from Massachusetts do? The Senator at once proceeded to
introduce a bill which authorized the Secretary of the Navy—

To establish one or more United States Navy mall Ilne]:‘, by employ-
ing such vessels of the Navy as in his diseretion are avallable * * *
for the purpose of establishing and maintaining regular communiea-
tion between the east or west coast, or both coasts, of the United States
and either or both coasts of South America, and between the United
States and the countries of Europe.

That bill was introduced subsequently to the resolution, and
came up before the Senate for consideration and was passed by
the Senate on the 3d day of August, 1914, after certain of the
nations of Europe had engaged in hostilities, one day before the
formal declaration of war.

Now, I want to read some things that the Senator from
Massachusetts said about this bill and that resolution of his.
In his speech on the floor of the Senate he sald, among other
things:

Mr. President, at the present time South American mafls are sent at
long and sometimes irregular intervals, and all American malls south of
the Equator are carried in vessels a foreign fag.

He also said:

The service is very slow, and this, it may be uailimamumed. mill-
tates against the development of our trade with Sonth erica.
L d Ld - L] - - -

We are in the position of having spent $400,000,000 in the bullding
of a canal, one of the reasons for doing so being that It would ald In the
extension of our foreign trade; but, as far as [ know, there are neo
American steamers prepared to undertake this service.

The Senator from New Hampshire [Mr, Garringer] added his
mite. He characterized the bill as a makeshift. He wanted
something better, but he said:

We are without a line from either the Gulf, the Pacific, or the Atlantic
coast of the United States to South America.

This bill proposes to put in service a few Inadequate ships, if we ean
spare them from other service; ships that will carry a handful of pas-
senfrs and a little freight; slow ships, I take It, almost every ome
of them; and we are to be put in competition with the great countries
of the world, with their
this conglomeration of third

I shall not oppose it.

Although it had in it the principle of Government ownership
gone to seed in the most flagrant and offensive way possible to
one who disapproves of that principle—Government ownership
and Government operation, not through a corporation in which
the Government is a mere stockholder, its traffic declared by law
to be subject to all the regulations and laws that apply to pri-
vately owned vessels, but the operation of Government vessels

ificent steamships, by calllng together
or fourth-class ships for this service.

under the direction of the Secretary of the Navy—the Senator
says, “I do not oppose it.” He does not say he is opposed to
It, and you can not gather from his speech that there is any
opposition because the vessels are to be operated by the Gov-
ernment ; but his eriticism is upon the ground that it is a make-
shift, Inadequate, and that the vessels to be used are small.

I am gratified to obgerve—

Says the Senator from New Hampshire, continuing his speech
’ 1
speaking of his speeches made before—
that In those speeches, among other things, I called attentlon to
possible complications which might arise if we did not have an adaqutrtg
merchant marine. One was that In the event of a great European war
we would not have any ships to transport the products of our farms
and our factories. Those are the words that I used. That is exactly
the situation which confronts us at this very moment—

That was the 3d day of August, 1914—
The other suggestion | made was that in the event of
a great foreign nation and our nation we would h:.v: ::ramiet%

auxiliary ships to supplement our ba
the situation which exists to-day. p fieet, and that is exactly

L L] L] L] - - Ll
If we only had adequate steamship lines—

He says, at another place—
between the United States and South Ame boom
usmm trade which would astonish ;:tca. an%a:nrwgeg '&Sze but

We had then, Mr. President, only such transportation as we
could buy from our competitors, just as we have now. What
the Senator then said was true at that time, and it is true now.
One of the objects of this bill, one of the purposes of this bill,
is to do that very thing. We have reserved the right to the
Government, in the sale or lease of these vessels, to fix the
routes, to prescribe where they shall go, and I trust that if
this bill passes and the Government acquires these ships it will
see to it that they are used to establish a regular line between
this country and Nerth and South Ameriea. If that is done
the vessels that will be supplied will very largely, if not en-
tirely, supply the needs of our South American trade, and when
this war closes we will be in a position to protect and defend
our trade with those countries against any comer and any

competitor.

I had intended to discuss the various ventures of the Gov-
ernment in recent years in the fleld of business enterprise, and
in every instance with success. One of the measures to which I
refer is the Federal reserve act, which was characterized at
the time by great Senators on the other side of the Chamber
who led in the fight against that great measure as socialistie
because it proposed to put the Government to a limited extent
into the business of banking. Just as the great shipping asso-
clations, whose interests it is elalmed will be adversely affected
by the Government entering Into the shipping business, even
in a limited and a collateral way as proposed In the pend-
Ing measure, have denounced it as socialistic, so the great
American Bankers' Association, which met in Boston just be-
fore the Federal reserve bill was passed, denounced it as
socialistic and as a menace to the private banking business of
the country; just as the Postal Savings Bank System was de-
nounced by the savings banks of this country as a menace to
private interests and the action of the Government in entering
into that fleld characterized as socialism; just as, when we
went into the business of the parcel post, the emissaries and
supporters of the express monopoly characterized it as the
governmental entrance into the transportation business and
as being socialistic and as calculated and intended to destroy
private ecapital and business.

But I do not wish——

Mr. SHAFROTH. While the Senator is on that point, I
wish to read the prediction which was made by the Senator
from New York, Mr. Root, at the time that the Federal reserve
act was being considered.

Mr., SIMMONS. Very well.

Mr. SHAFROTH. In carrying out the line of thought the
Senator has suggested I wish to call attention to the predictions
made by Senator Root with respect to that bill. He said:

There is another thing you must remember. Europe is an armed
camp. For many, many years ce has been kept by the most delicate
adjustments and Ey the most strenuous exertions of many men in many
conntries, who have been alert and solicitous to stop controversy as
near its origin as ible and to prevent the frightful effect of gen-
eral war; but war is always ible. The fear of ‘{t Ils always present.
If a war comes, immediatel g our securitles come back to us. Im-
mediately, In every country where they are held, the desire to strengthen

up. to increase e amount of gold, will o ate to lead to a general
conversion of the American securities they hold inte immediately avail-

able Id. .

It Is pot necessary that we should wait for a war actually to take
place. The fear of it leads to the result. The fear of the Balkan
war, far off on the edge of civilized Europe, as 1t was, because of the
apprehensi of p le lmplication of the great commercial nations
In a war conseglent nﬂon the Balkan war, sent hundreds of millions
of securities back to this country, which bad to be bought.
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So, sir, it we enter upon this career of inflation we shall do it in the
face ‘of cfeurly discernible danger—danger which, If realized, will result
in dreadful catastrophe,

Ah, Mr. President. we are turning our faces away from the funda-
menta: principle upon which we have come to our high estate. We are
turning them wenkly toward practices which bistory shows have invarl-
ably led to decadence, to degredation, and the downfall of nations. We
are.setting our steps now in the pathway which through the protection
of a paternal government brought the mighty power of Rome to its fall,

Further than that he said:

I say that this biil presents the financial heresy twice repudiated ‘;5
the people of the United States. 1 say that the central reserve lhoa
appointed under this bill will bave to represent that very heresy. If
tm;abili passes as it stands, America stands to lose all we saved when
Grant vetoed the inflation bill, all we saved when Grover Cleveland
abolished the silver purchase, all we saved when we elected McKinley,
all the Republicans, all the gold Democrats saved when the¥ hel n
the repudiation of the wital principle which has been put into this blll

I wish to say that the whole speech of Senator Root made at
that time was a declaration that the act was simply socialistie
and that the disaster would be great upon the American people
if the Federal reserve act were passed.

Mr. SIMMONS. I thank the Senator for injecting that ex-
tract into my speech. i

Mr. NELSON. Mr. President—

The PRESIDING OFFICER. Does the Senator from North
Carolina yield to the Senator from Minnesota?

Mr, SIMMONS, Yes.

Mr. NELSON. It seems rather strange to inject into this dis-
cussion matter relating to the Federal reserve act. If the time
were opportune, I could show to the Senator from Colorado that
it was not the reserve act, as the Senator intimates, that
stopped the flooding of this country with bonds from the foreign
markets in the panie of 1914. The stock exchange in New York
was closed, and that stopped the flood, and it was the Aldrich-
Vreeland currency plan that furnished the relief to the country,
and the reserve act had nothing to do with it.

Mr. SHAFROTH. Mr. President—

Mr. NELSON. But I am not going into it now. The Senator
has seen fit to inject that into the shipping bill, and I thought I
would make this brief reply to it.

Mr. SHAFROTH. I want to say to the Senator——

The PRESIDING OFFICER. Does the Senator from North

Carolina yield to the Senator from Colorado?
- Mr. SHAFROTH. For just a second. The Aldrich-Vreeland
Act could not have been and was not operative during the panic
or the stringency of 1914. It had to be amended by this very
Federal reserve act before any person could take out any of
the currency provided for issuance under that aect, and it had
to be amended since that time in order that it might become
availahle. 3

Mr. SMOOT. Mr, President—

Mr. SIMMONS. It is apparent that we are getting away
from the question altogether as a result of these interruptions.
I did not refer to the Federal reserve act for the purpose of get-
ting into a discussion as to its merits, but simply for the pur-
puse of calling attention to the kind of opposition and the
character of arguments made against it, to wit, that it was
socialistie, just as is claimed with reference to the measure un-
der discussion.

Mr. SMOOT. Will the Senator yield?

Mr. SIMMONS. I do not desire to go into that.

The PRESIDING OFFICER. Does the Senator from North
Carolina yield to the Senator from Utah?

Mr. SIMMONS. If the Senator wants to ask me a question
about anything pertinent to the line of argnment I am pursuing,
1 have no objection; but if he wants to get into a discussion
with the Senator from Colorado over the merits of the Aldrich-
Vreeland and Federal reserve acts I must decline to yield.

Mr. SMOOT. 1 do not want to ask

The PRESIDING OFFICER. Does the Senator from North
Carolina yield or does he not yield?

Mr. SMOOT. 1 will state to the Senator that I do not want
to ask the Senator from North Carolina a question, but I did
want to place a statement in the Recorp in order that the facts in
the case may be known, if the REcorp is ever read.

The PRESIDING OFFICER. The Chair understands that
under those conditions the Senator from North Carolina declines
to yield.

Mr. SIMMONS. I do not yield for that purpose. I will
yield for any purpose that is pertinent to the Iine of discussion
I am pursuing with reference to the bill. I have not gone into
the merits of the Federal reserve act at all.

Mr. President, there is just one other matter to which I wish
to call attention. We are told that if the Government will just
stay out of this business, private capital will take care of it;
that it is the menace of such legislation as this that keeps private

capital from taking care of it, but they are ready now to come in
and take care of it, and will do it if the Government will just
hold its hands off and refrain from going into the business. =

Mr. President, as I said a little while ago, for 50 years private
capital has had ample opportunity to do what it says it will
do if let alone. But it did not do it for 50 years before the
European war. They now say, “ We are getting ready to take
care of it”; and as an evidence of that purpose they cite the
fact that 600,000 tons of shipping have been brought under
the American flag under the provisions of the ship-registry act
passed during this administration.

Yes, Mr. President, it is true that about that amount of
tonnage has been transferred to American registry. As I said
before, it represents largely the vessels of special Interests.
The Standard Oil Co. have their own vessels to earry their own
products. They have been able under conditions existing here-
tofore to maintain their own upon the seas, to carry their own
products more economically than to hire foreign vessels to
carry them. So have the United Fruit Co., and so have the
United States Steel Co. They have their own vessels, and
they have succeeded pretty well notwithstanding the handieap-
ping conditions that we hear so much about, growing out of
the difference between the cost of the construction and operat-
ing of American as compared with foreign ships. They have
found it to their advantage to own and operate their own
ships to carry their own goods instead of hiring somebody
else to carry them.

Since the war we have built quite a number of ships in our
navy yards, and a number have been taken out of the coast-
wise trade and pat into the foreign trade, and others now build-
ing will soon be ready to enter the business; but, Mr. Presi-
dent, these vessels are at present engaged or will when
finished, if present conditions continue, engage in our foreign
trade—but the important question is, Will they stay in when
conditions become normal at the close of the war?

Mr. Marvin and others testified on this point in the Sen-
ate hearings. 1 mention particularly Mr. Marvin because he
appeared before the committee as representative of the special
committee on the merchant marine of the Boston Chamber of
Commerce. He has been connected with the shipping business
for many years in important official positions. He has for
years given special study to the subject and business of shipping.
Mr. Marvin was asked the guestion, if in his opinion the ships
that have been transferred to United States registry since the
war would continue under our flag after the war, answered that
they would probably go back to foreign registry.

When asked what in his opinion would the ships that have
been taken out of our coastwise trade and puf into the foreign
trade do when the war closed, and asked if in his opinion those
which have been built and entered in the trade since the war
would after the war go into the coastwise or remain in the for-
eign trade, the answer came that when the war closes the ships
that have been taken out of the coastwise trade would probably
go back to the coastwise trade; that the vessels that are being
built now suitable and designed for the coastwise trade and
temporarily put into the foreign trade would probably go into
the coastwise trade; that the vessels that have been transferred
from foreign to American registry would probably go back to
the foreign registry unless, Mr. President, unless Congress shall
provide a subsidy or otherwise suitably provide for the differ-
ence in the cost of operation under the American flag and under
a foreign flag.

So the assistance we are now getting in our foreign trade is
temporary ; it is expected to be temporary. It is conditioned
when the war closes upon Congress granting a subsidy and
guaranteeing a profit. 1 do not know what Congress will do
about that. 1 know if the Democratic Party is in power it will
not do it. I do not know what the Hepublican Party would do
about it. I know what they failed to do when they were in
power. They talked a great deal and did nothing that resulted
in much good.

Now, Mr. President, it had been my intention to enter into a
discussion of the regulatory provisions of this bill somewhat at
length, but I have taken so much more time than I had expected
to take in the discussion of the other parts of the measure, that
I think I will leave that, in the main, for future discussion.

In brief I might say, however, by way of explanation, that the
regulatory powers of the bill are somewhat analogous to those
that are now vested in the Interstate Commerce Commission
with reference to railroads. Of course, they are not altogether
alike; that would be impossible. A system based altogether
upon the interstate-commerce act plan would be unsuited in
gsome respects and would operate very disadvantageously. So
while the general plan is adopted it is modified in many mate-
rial respects.
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There is regulation by the Government of our foreign ship-
ping, not only ours but that of foreign nations entering our
ports, trading in our ports, and plying to and from our ports,
and the bill also provides for the regulation of domestic ship-
ping upon the high seas and the Great Lakes.

Our inland waterways were included in the regulatory pro-
visions of the bill as it eame from the House, but we have taken
it out because of protests which seemed to us to have merit.
I will not enter upon a discussion of that now. Outside of the
protests that came to us with reference to the regulation of
shipping on our inland waters there seemed to be with some
slight exceptions a pretty general assent to the principle of
regulation as applied in the bill. There seemed to be a feeling
that there was as much need in the conditions which obtain in
our foreign water transportation and our coastwise transpor-
tation and our lake transportation, for Government regulation
now of water carriers as of rail carriers, and that under the
limitations of the bill nothing but good could come from it.

At least, Mr. President, if we are to continue to have mo-
nopoly. if competition is to continue to be suppressed by agree-
ments and understandings, those agreements should be in the
open and be subject to the approval or disapproval of a shipping

board. -

Mr. President, if there is one thing that is near to my heart
it is to secure the future. Facing the future as we do, the
greatest of all industrial and commercial nations, with the
largest stake upon our foreign trade of any nation in the world,
confronted by a situation of absolute dependence upon our com-
petitors for transportation after it reaches the seaboard, feeling
as I do that not only in the past but probably to a more pro-
nounced extent in the near future the maintenance, not to say
the expansion, of our foreign trade will depend upon our ability
to take care of it, feeling as I do that the future of our indus-
iries, whether of the field or of the forest or of the mine or of
the factory, largely depends upon our foreign trade, believing
that if there is a contraction in that trade through any instru-
mentality whatsoever it must necessarily result in a contrac-
tion of our industrial activities in the face of the fact that if
our factories as now established were to run at full time six
months in the year they could and would supply our domestic
demand, I can not escape the conclusion that it is of paramount
importance that we should safegnard our foreign commerce by
protecting it against the menace and handicap of having to
depend upon and buy its transportation to foreign markets from
our competitors in those markets. Facing that situation, Mr.
President, I feel deeply the importance of doing something for
our merchant marine, I see nothing in the future from private
capital—nothing whatever—unless the Government reverses all
its policies and shall decide to become a guarantor of profits—
unless it shall decide to depart from the precedents of the past
and say to the people who are now building ships, who are
now telling us what they will do after the war closes, for the
restoration of our merchant marine: * Go ahead, build your
ships, operate them under our flag, keep an account of the
difference in cost of operation under the American flag and
under a foreign flag, and when the year ends you shall be
paid the difference out of the pockets of the people.”

Mr. NELSON obtained the floor.

Mr. THOMAS., Will the Senator yield just a moment?
Mr. NELSON. 1 yield.
Mr. THOMAS. I desire to offer an amendment to the pend-

ing bill, which I will ask the Secretary to read.

The PRESIDING OFFICER. The Secretary will read as re-
quested.

The Secrerary. Add a new section to be known as section
36, and to read as follows:

The Secretary of the Treasury I8 authorized to refuse a clearance
to any vessel or other vehicle laden with merchandise, destined for a
forei or domestic port whenever he shall have satfsfactnry reason
to jeve that the master, owner, or other officer of such vessel or
other vehicle refuses or declines to accept or receive freight or cargoe
tendered for such port of destination or for some intermediate port
of call, together with the proper freight or transportation charﬁes
therefor by any citizen of the United States, unless the same Is so de-
clined or refused because such vessel or other vehicle is fully laden
and has no space accommodations for the freight or cargo so tendered,
due regard being had for the proper loading of such vessel or vehicle,

Mr. GALLINGER. I suggest the absence of a quorum.

The PRESIDING OFFICER. The Secretary will call the
roll.

The Secretary called the roll, and the following Senators
answered to their names:

Brady Culberson Hardwick Kenyon
lirandegee Cummins Hitcheock ern
Bryan Curtis Hughes Follette
Cliilton Fletcher Husting e

‘lapp Gallinger Johnson, 8. Dak. Lee, Md.
Clarke, Ark. Harding Jones Lewis

AuGgusT 9,

Martin, Va. ittman Smith, Ariz, Th
Nelson nsdell Smith, 8. & Til‘ljm 7
Norris Reed Smoo Townsend
Oliver Robinson Bterling Underwood
gggg:;n gkarmtr::l %wansota Wadsworth

eppa 'a k
Phelan Bimmons Th%%?;s Heske

Mr, TOWNSEND. I announce the absence of my colleague
[Mr. SairH of Michigan]. He is paired with the junior Senas
tor from Missouri [Mr. Reep]. This announcement may stand
for the day.

Mr. LEWIS. I desire to announce the absence of the Sena-
tor from Mississippi [Mr. Varpaaman] and of the Senator from
Oregon [Mr. CHAMBERAIN], who have been called from the
Chamber on official business.

Mr. WEEKS. I announce the unavoidable absence of my
colleague [Mr. Lobge]. He has a general pair with the senior
Senator from Georgia [Mr. Sarrrr). I should like to have this
statement stand for the day.

The PRESIDING OFFICER. Fifty-one Senators have nn-
swered to their names. A quorum s present. The Senator
from Minnesota,

Mr. NELSON. Mr. President, it is my purpose in discussing
this bill to call attention, first, to the present condition of onr
maritime laws as applied to our shipping; in the next place, to
call attention to the present status of our shipping, both in for-
eign and domestic commerce ; and, in the nest place, I shall aim,
in stating the law and the facts, to keep as near terra firma as
possible. I shali call attention to the abortive features of the
bill and to those features of it which are utterly dangerous and
destructive.

The shipping of the United States may be divided into two
classes, namely, registered ships and licensed and enrolled ships,
the former engaged in the foreign trade, the latter in the const-
wise trade.

Under the act of December 81, 1792 (1 Stat., 287, now soc.

4131 of the Revised Statutes), all ships under our flag enganged
in foreign trade must be registered and must be owned uad
commanded by eitizens of the United States.
. Under the act of December 81, 1792 (1 Stat., 288, now =cc,
4132 of the Revised Statutes), only vessels built in the United
States, or vessels eaptured in war or condemned In a prize court
or forfeited for some breach of law, can be registered.

Vessels in our coastwise trade must be American built and
must be licensed and enrolled. While foreign ships ean engnge
in our foreign trade, no foreige ships can engage in our coust-
wise trade.

Mr. HUGHES. Mr. President——

The PRESIDING OFFICER. Does the Senaior from Minne-
sota yield to the Senator from New Jersey?

Mr. NELSON. I do.

Mr. HUGHES. The Senator from Minnesota, I presume,
means by “ foreign ships ” American ships with foreign registry ?

Mr, NELSON. I mean any ships with foreign registry.

LAW AS TO REGISTERED YFSSELS CHANGED,

This law requiring all registered vessels to be American built
remained l_n force until the Panama act of August 24, 1912
(87 Stat., 562), waz enacted, the material part of which Is as
follows :

And mtioing vessels, whether steam or sall, which have been cer-
tified bg e Steamboat-Inspection Bervice as safe to carry dry and
?erishn le cargo, not more than 5 years old at the time they appl
or registry, wherever built, which are to en only in tmge w?tg
foreign countries or with the Philippine Islands and the islands of
Guam and Tutuila, being wholly owned by citizens of the United
States or corporations organized and chartered under the laws of the
United States or of ang State thereof, the president and managing
directors of which shall be cltizens of the United Btates or corporations
organized and chartered under the laws of the United States or of any
State thereof, the president and managing directors of which shall be
citizens of the United States, and no others, may be registered as
directed In this title

I call the attention of Senators to the fact that this act was
passed in 1912 during the last year of President Taft's admin-
istration.

While American shipping had a complete monopoly of the
coastwise trade, and while American shipyards had a monopoly
of both enrolled and registered ships, yet, as to the latter,
it had for many years been of little or no economic value to
the shipbuilders, for very few ships were registered in the for-
eign trade.

I here quote from a valuable compilation issucd under the
auspices of the National Foreign Trade Couneil, entitled “ Ocean
Shipping,” page 62:

The forelgn-bullt ships representing American capital but under
foreign ownership of record for some years past have been nearly equoal
In tonnage to the ships registered under the American flag for foreign

trade, and in carryiniegower have been even greater. For many years
all these facts have n quite famillar to those who have given the
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subject attention. All efforts to m%eal the law, which was emhomlmlly
& dead letter, received little attention until the Panama Canal act of
August 24, 1912, Section 5 of that act provided for the admission to
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In this connection I eall attention to the following table from
the Statistical Abstract of 1915, page 308, showing the tonnage

cﬂAmcrican dm{lg fnrt mbu-ﬁctie an !m:tle with mﬁ' “’332&“%'; of the sailing and steam vessels of the merchant marine of the
TE - vessels, steam or sa cer ¥
the“‘g%e:;m‘t{lm a Nervice: ab safe 1o carry Gry and ishable United States employed in the foreign and coastwise trade and

cargos, not more than 5 years old at the time of registration. in the fisheries, 1889 to 1915:

Bource: Reportz of the Commissicner of Navigation. The term “gross ton’ expresses in units of 100 cubie feet the entire cubical capacity of the vessel, including spae
< oceupied by the erew, engines, boilers, and coal bunkers.] c

Empl
ploged; fu.the-— Annnal
Year ended Jume 30— Forelgn trade. Coastwisstrade. | Whale fisherfes, | Cod and mackersl | mgegy | (i) or
Bteam. Total. Steam. Total. Steam. | Total. | Steam. | Total =
Gr.tons. | Gr.toms. | Gr.fons. | Gr. fons. @r. tons. | Gr. tons. | Per cent.
990,610 | 1,671,079 | 3,211,418 | 4,275 74,484 | 4,307,475 | +2.75
023,062 | 1,661,458 | 3.400.435 | 4,025 63,367 | 4,424,407 | +2.71
g8S.TI6 | 1,776,200 | 3,809,878 | 4,925 ,083 | 4,834,750 |  +5.88
977,624 | 1,845,518 | 3.700,773 | 3,462 473 | 4704921  4+L71
£s3'100 | 1,022,160 | 3,854,603 | 3,956 70,675 | 4,825,071 | +1.28
£99.008 | 1,923,339 | 3,006,276 | 4,330 71,673 | 4,684,020 | —2.90
822347 | 1,960.756 | 3,728,714 |  4.668 060 | 4,635,000 | —Lo03
800,833 | 20042.326 | 3,700.208 | 4,668 .630 | 4,703.880 | +1.47
792,870 | 2,100,084 | 3,896,526 | 4,668 66,610 | 4,760,020 | +1.3%
728,213 | 2.077.850 | 3,050,702 | 383 52,321 | 4,719,738 | — .
837,220 | 2.115.081 | 3,065,313 | 4117 . 50,679 | 4.804.228 | 4241
816,705 | 2,280,825 | 4,286,516 | 3,088 .89 | 51629 | 5.164,539 |  +6.18
§90.505 | 2,401,231 | 4.582845 | 3.463 534 | 62.444 | 5520718 | 4608
873,235 | 2,718,040 | 1,858,714 | 3,808 .320 | 56,633 | 5,797,002 | --4.95
579,204 | 2,890,678 | 5.141.0a7 | 3.808 (512 | 67.532 | 6.087.340 | +4.99
898,628 | 3,041,262 | 5,335,164 | 4, 218| 10140 | 57.603 | 6,201,535 | 43.35
943,750 | 8,140,314 | 5441688 | 4,586 | 10,763 | 60,342 | 6,456,543 | +2.62
925,466 | 3,3%4,002 | 5,674.084 | 4538 | 1rom | 61.430 | 6.674.960 | .38
61,466 | 3,864,210 | 6,010,601 | 3,970 | 9,680 | 13,033 | b57.047 | 6.93%.793 | 13.08
930,413 | 4,000,045 | 6,871.862 | 3,500 | 9,655 | 13,393 | 53.515| 7.365.145| +6.15
$78.523 | 4,157,557 | 6,451,042 | 3.300| 8982 | 13.141| 50.208 | 7.386.755| -+ .33
783,517 | 4.330, 6,608,006 | 3,500| 9308 12488| 47.201| 7.508.082| 161
863,495 | 4,505,567 | 6,720,313 | 3,544 | 9,176 | 13.369 | 45,806 | 7.638.700 | L T4
023225 | 4,543,276 | 6,737.046 | 3,653 | 8,878 | 16,87 | 45.086| 7.714.188 | + .99
1,019,165 | 4,646,741 | 6,817,013 | 3,252 | 8611 | 17.673| 41762 | 7.886.351| 223
1,066,288 | 4, 6,813,363 | 4,265| 9864 | 8260| 26.700| 7iozsipss| 223
1,862,714 | 4,578,567 | 6,486,384 | 3.,082| 8,820 | 15397 | 31,502| §.389.420| 540

BURDENS OF OUR SHIFPING.

Ameriean shipping in forelgn eommerce had labored for years
under two heavy burdens—the high cost of ships and the high

On March 81, 1916, according to the report of the Commis-
sioner of Navigation, the status of our shipping was as follows:
American merchant shipping, Mar. 31, 1916,

cost of their operation. The Panama act of Aungust 24, 1912,
with its subsequent amendment eof August 18, 1914 (38 Stat, Reglstered. mmd Total.
698), removed for the first time one of these burdens, the high
cost of the ships, and put our foreign shipping in that respect
on a par with the shipping of all other countries. This amend- a‘:f; Giroa m e m Grois
ment is as follows: vessals] 1003 - |oocegle] fems  f o tie] toma
That the werds “ not more than five years old at the time thad:;'?l!
for registry,” In seetiom § of the act entitled “An act to pro or
the opening, maintenance, protection, and operation of the Panama 507 400,175 | 4,052 923,728 | 5,549 | 1,332,003
Canal and the sanitation and govermment of the Canal Zone,” are 619 | 1,531,449 | 6,255 | 4,341,348 | 6,874 5,872,795
hereby repealed. 627 20, 8,541 146,210 | 9,168 166, 631
8egc. 2. That the President of the United States is hereby authorized, m i h e B R AN 560 61,004 580 61,
whenever in his discretion the needs of foreign commerce may 1,136 133,120 | 3,285 880,871 | 4,421 1,022,991
to su d by order, so far and for such len of time as he ma
deem desirable, the rmvtalum of law preserib that all the wa 2,079 | 2,004,165 | 23,508 | 6,363,140 | 26,572 8,457,314
S o ions e ins it ‘Bt U i comttons n B
n A n o0 1
n:nnerf and to likie extent the President of the United States is also “Registered vessels,” as I have heretofore explained, em-
hereby authorized to suspend the provisions of the law requiring survey, | brace vessels that can engage in foreign commerce.

on, and measurement by officers of the United States o
built vessels admitted to can registry under this act.

FIRST SUBSTANTIAL RELIEF,

foreign- | The figures I have quoted indicate an increase in our foreign

tonnage since June 30, 1912, of 1,170,940 gross tons. But it also
appears that there had been, in the meantime, a decrease in eur

These laws, aside from the mail pay acts, were the first sub-
stantial relief that was conferred on American shipping; and
it was of very little loss to our shipyards, for so very few of
their ships had for years been registered in our foreign trade.
The yards still had all our ecoastwise trade and most of our
naval construction. The relief given by these acts was broader
and more comprehensive than the mail pay acts, for those
were confined to a limited number of lines and routes, while
the Panama act conferred its benefits upen the ocean tramps as
well as upon the ocean liners; in fact, upon all of our foreign
shipping.

THE STATUS AND GROWTH OF OUR SHIPPING.

I will nmow, Mr. President, call the attention of the Senate
to the condition of our foreign shipping shortly before the
Panama Canal act was passed.

On June 30, 1912, the status of our shipping, sail and steam,
was as follows:

Gross tons.
Forei tonnage 9 225
Euast%liae 6, 1'3"?: 048

As I have already said to the Senator from New Jersey [Mr.
Huenes], when I speak of “foreign tonnage,” I mean tonnage
earried in our ships in the foreign trade.

coastwise tonnage of 873,897 gross tons. Nearly half of this
consists of abandoned sail ships and, of the residue, about
200,000 gross tons have gone into the forelgn trade, so that the
net inerease in our foreign tonnage is somewhere about 970,940
gross tons since the passage of the Panama act of August 24,
1912, or, to be more exact, since June 30, 1912,

PROSPECTIVE INCREASE IN FOREIGN TONNAGEH.

There is going to be a large increase in our foreign tonnage
if it is not hampered by adverse and hostile legislation, such
as is proposed in this bill.

According to the Daily Commerce Report of July 17, 1916,
page 197, on the 1st of July, 1916, there were building, or under
contract for bullding, in American shipyards, to be completed
in 1917 and 1918, 385 ships of a tonnage of 1,225,784 tons. I
quote from this report as follows:

PROGRESS OF AMERICAN SHIPBUILDING.

Steel merchant vessels bullding or under contract to be built in prl-
vate American shipyards at the beginning of the new flscal year, July 1,
1916, according to builders’ returns .o the Burean of Navigation, De-
partment of Commerce, numbered 380 of 1,225, gross toms.

The following table shows first the distribution of steel merchant
shipbuilding ameng the private shi of the Unired States and,
separately, the number and of the ships bullding eor
under contract which the builders ect to launeh during the current
fiscal year, ending June 30, 1917, and those which will not be launched

the fiscal year ending June 80, 1918. These laun are
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ject to the usual allowances for delays doe to the several causes which
affect steel industries, The urgency of the naval construction pro-
gram may also prove a factor in the situation. Barring delays builders
expect to launch 327 steel ships of 927,803 gross tens during the
current fiscal year and 58 ships of 207,801 gross tons during the
following fiscal year.

Mr. President, I ask that the table giving in detail the yards
and the ships built and to be built in the fiscal years 1917 and
1918 be incorporated in my remarks, without reading.

The PRESIDING OFFICER. Without objection, it is so
ordered.

The table referred to is as follows:

To be launched during fiscal
Merchant con- year ending—
struetion, July
1, 1918
Shipyards. June 30, 1917. | June 30, 1918,
Nb"";rm' Gross tons. N"n'" Gross tons. Nb':?' m
American Bridge Co., Am-
bridge, Fa.,and Trenton, N.
Db el BT 49,304 | 105 49,30 |......
American Shipbuilding Co.,
Cleveland, Ohio............. 23 82,200 18 56,800
Baltimore Dry Docks & Shi
building Co., Baltimore, Md. T 24,500 7 24,500
Bath Iron Works, Bath, Me... 3 21,600 3 21,600 |..
Charles Barnes Co., Cincinnati,
L S 2 375 375
Chester Shipbulilding Co.,Ches-
s R 11 53,600 | 11 [ 1 el e
Clinton Shipbullding & Repair
ccoi&]’sl;:img:lr%glé' f’%‘ﬁdﬂ‘ 1 560 1 [ T Gl
ow 0. 0,
5 Sandintesanddiimed IS 56| 2 7 P e
Ellicott Machine Corporation,
Baltimore, Md.............. 2 500 3 500 ... S
i I:ih‘“gg{npbuiﬁmg Sl 12 6, 400 9 54,944 3| 21,456
on, ey, Mass...... 76, b4, 4
am Lawley & Sons Corpo-
ration, Neponset, Mass...... 1 75 1 1] ] ol Al
Great Lakes Engineering
Works, Detroit, Mich........| 15 58,940 11 43,830 4| 15,110
Great Lakes Tow Co.,Cleve- -
land] Ohlo,. o oo venva ot 4 360 4 1 RS SL S
Harlan & Hollingsworth Cor-
poration, Wilmington, Del..| 15 63,059 9 40,144 6| 23,815
Howard Si:lp ards o..f(eﬂ'e:—
sonville, Ind....c.cioiiii e 6 3,400 6 P PV e e
James Rees & Sons Co., Pitts-
;]:.]lil'zh, PR 2 u.lldlmznﬂ? 1 300 1 W00 Frassaitania e
Manitowoe Ship
Dry Dock Co., Manitowoe,
e e R | 10,700 | 6 6,200 2| 4,500
Maryland Steel Co.,
Pobak, M o i 10 58, 705 8 47,546 2| 11,159
errill-Stevens Co.
Hvilla, a}:]aSontt g e iy 4 2,500 4 R SRR MR
oore ron Works,
Oakland, Cal .. ..o i e 5 18,000 2 10,000 3 8,000
New%orl: News Shipbuilding
& Dry Dock Co., Newport
News; Va il i) 16 111,947 10 66, 699 6| 45,248
New York Shipbuilding Co.,
Camden, N. J...............] 24 121,538 | 18 79,835 6| 41,703
Pusey & Jones Co., Wilming-
fon, Del. it aa 16 12,908 10 3,306 6 9, 600
Seattle Construction & Dry
Dock Co., Seattle, Wash..... 7 42, 600 5 30,300 2| 12,300
Skinner & 'Eddy L orporation,
ssmjtle, v:]?thﬁﬁj']&'fﬁ“‘i‘"" [ 35,720 (] 85,720 |...... i
en B g Co,
pﬁ&ltlmugeh}!fb(liﬁlam..é.. Le 3 730 3 730 |..
Standard orpo-
mion,l\'eJ’York, NYoo| e 28,80 4 19,200
Btaten Island Sh.iJ:btdeng Co.,
Port Richmond, N. Y ....... 5 5,241 5 5.,
- Tampa Foundry & Machine
(0., Tampa, Fla............. 1 2,000 i 2,000
Tank-Ship Buildinﬁ Corpora~
tion, Newburgh, N. Y.......| 3 1,500 3 1,500
Texas Steamship Co., Bath,
M ] = 26, 000 2 12,600
Toledo Shipbuilding Co., To-
lodo; Ohdo. ..o anaiasnr-s 9 22,620 6 17,220
Union Iron Works Co., Ban
Franeisco, (al...............|] 3] *201,158 25| 149,958
Willamette Iron & Steel Works
& Northwest Bteel Lo., Port-
land, Omeg.. ..o oo, b 28, 500 H Q800 e asvatisosines
Wm. Lramp & Bons Sllig &
Engine Building Co., P
QeIphiB, P8.oeeurernianeeesan 12 78,400 | 12 78,400 |...... R
Total......ccoeeeen-nqaa.] 385 | 21,225,784 | 8327 | 2027,893 | 58| 207,801
1 Detailed statement of new contracts not received. i Incomplete.

Mr. NELSON. Mr. President, American shipyards have never
been so busy since steel ships came into vogue as now. Prob-
ably one-third of this new tonnage, or about 400,000 gross fons,
will go into our foreign trade, so that by the end of two years,
without regard to any possible increase by purchase, we can

count upon 2,500,000 gross tons in foreign trade, and this will
be an increase of 1,574,775 gross tons since the Panama act was
passed, which surely is not a bad showing of the advantages of
that and its amendatory act. This will be our situation if not
hampered by the hostile legislation of this bill.

NO IMMEDIATE INCREASE IN OUR SHIPPING IOSSIBLE UNDER THIS BILL.

I shall now point out that it is utterly impossible to secure
any immediate relief under the provisions of the pending bill by
procuring additional ships. It will be imposible to get any
immediate relief or any relief in the near future in the shape
of increased shipping under this bill for the following reasons:

(1) No ships can be obtained from our own shipyards
within the next two years, for it will take them all of that time
or more to fill existing contracts; nor can any relief be obtained
from foreign shipyards, at least while the war lasts, nor for a
long time afterwards, for they will be busy making up the
losses of their own countries.

(2) Under the provisions of this bill as amended by the
Senate committee ships of belligerents can not be acquired, so
that the only possible sources, outside of our own shipyards,
will be to acquire ships from neutrals; and all their ships are
as busy as they can be in carrying freight and passengers at
high and exorbitant rates. None of these ships are for sale,
and if for sale it would be at such exorbitant prices that under
no circumstances would we be warranted in buying them. Their
shipyards, like our own, are overcrowded. The neutrals them-
selves have been raking the shipping world over to buy more
ships, and have in some instances been paying from $100 to
$160 per registered ton, while the normal prices before the
war were from $30 to $50 per ton for fair cargo boats. I quote
from a letter to me from the Commissioner of Navigation, dated
July 20, 1916:

The remarkable rise in the price of ships i1s sh hicall
the dla%ram I have copied for ?rou from ngdon I“aol:-mlnﬂ Dece{nbt;{
23, 1915, a recognized shipping authority the world over. Fairplay
has carrfed this diagram for a number of years, brought up to date,
of course, at the end of each year. The prices are for an avera
cargo steamer of 7,600 tons dead-weight, equivalent to about 4,5
fross tons, 3,000 net toms. You notice that the price In July,
914, was £43,000, u%y, 215,000, as compared with £125,000 for
December, 1015, say, $625,000. 1 inclose also a statement of the sales
of representative cargo steamers in June and .hxlly. 1914, just before
the uropean war, taken from the same authorit " d some giles
taken from the Issue of Fairplay for June 29, 1916, just recelved. Mr.
Hughes, the premler of Australia, last month carried through a re-
markable shipping deal. Australia has a large amount of wheat which
the Government wishes to forward for the unse of the allied armies in
France and England. Mr. Eln?hes employed private ship brokers, who
did not disclose the interest of the Government in the transaction, to
negotiate the purchase of ships. Fifteen were bought. Ten of these,
aggregating 44,000 gross tons (75,000 tons dead-weight), were bought
for £1,450,000, ?dy. $7,250,000. The price, fou see, works out at the
rate of about $160 per gross ton, or nearly $100 per ton dead-weight.

If the whole $50,000,000 proposed to be appropriated by the
pending bill were invested in ships at this rate of $160 per
gross ton, we would only be able to secure an additional tonnage
of 800,000. To buy ships at such ruinous prices, even if they
could be obtained, would be a great waste of capital, with no
possible adequate return in any direction.

The following nations are belligerents from whom purchase
is prohibited, viz, Germany, Austria, Turkey, Greece, Italy, Por-
tugal, France, Belgium, England, Russia, and Japan. The war
has entirely eliminated all Austrian and all German tonnage,
except in the Baltie, from the channels of trade, and over
one-third of the English and French tonnage has been eliminated
for war purposes. Out of a total world’s tonnage of 49,000,000
tons, upward of 20 per cent has been eliminated from the channels
of private commerce as a result of the war; but the apparent
scarcity of tonnage is not as great as these figures would indi-
cate, for trade with Germany is interdicted and is in a state of
blockade, except some local traffic in the Baltic, and, as a con-
sequence, the shipping that would be required for this trade is
released. It must further be noted that England, Japan, France,
and most of the other belligerent nations that have any shipping
of consequence have by law prohibited the sale of ships to any-
one except their own citizens, I quote the following from a
letter to me from the Commissioner of Navigation, dated July
20, 1916:

1 hich
el o Sommpar S DR ok Wl et
before the outbreak of the war, as I told you by telephone, it s quite
difficult to make a comparison for this reason—

Now, listen to this—

Nearly all maritime nations have passed laws forbidding the sale of
merchant ships under their respective national flags to any others than
the ecitizens or subjects of their own respective countries. Sales to
forelgners can be made only with the consent of the Government whose

flag the ship fies. For example, a British subject can sell to another

British subject, but not to a purchaser of another nation without the
consent of the
Norweglan, ete,

Government ; so, too, a Norwegian can sell only to a
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This demonstrates that since the war began all the belliger-
ent nations and all the neutral nations have prohibited the sale
of any of their shipping to any but citizens of their respective
countries,

The principal maritime neutral nations and their tonnage are
as follows:

Tons.
TN ol e e 2,520,188
Hollnnd 5 1, 522, 547
wed 1, 122, 883
Denmark : 8064, D96
Total 6, 029, 614

To this may be added Mexico, South and Central America; in
all, about 850,000 tons. All this neutral shipping is employed,
and has been employed for the last two years, in the ocean-
carrying trade at extraordinarily high rates, such rates as were
never known of before, and in consequence none of their ships
are for sale. Moreover, under the laws of these countries none
of their ships can now be sold to foreigners. I have already
referred to the letter of the Commissioner of Navigation which
bears out that statement.

If no ships can be purchased, either from belligerents or neu-
trals, and none can be obtained from our own shipyards for at
least two years, it is difficult to see where any addition to our
shipping can be secured in the near future under the provisions
of this bill.

The American people, when they come to understand the situa-
tion and the provisions of this bill, are not likely to be fooled or
deceived by such a glaring and cheap political malkeshift as this,
and yet for such a measure we are to be kept here sweltering
in the hot dog days of summer—* de gustibus non est dispu-
tandum.” Verily, there is no accounting for the Democratic taste,

But it may be asked, if such is the situation, what harm can
there be in this bill? The answer is, first, the provisions of the
bill relating to the purchase, sale, leasing, and operation of Gov-
ernment-purchased ships remain in forée until the expiration of
five years from the conclusion of the present European war; and
this means a period of not less than six years, perhaps longer.
Now, while ships can not be built or purchased within the next
two or three years, it may be possible to secure them after that
time. Meanwhile Government competition will remain a con-
tinuing menace to our shipping interests. By the time ships can
be built or purchased our own people will procure the ships if
not menaced by Government competition. In the next place, the
restrictive regulations of this bill, to which I shall hereafter re-
fer, will prove a confinuing embarrassment and handicap to our
shipping, especially to tramp vessels,

ADMITTING GOVERNMENT SHIPS TO COASTWISE TRADE,

There can be no valid ground for admitting the proposed
Government-owned ships to the coastwise trade. That trade is
well supplied with ships; so much so that within the last two
years upward of 200,000 tons of that trade have left it and
registered and gone into the foreign trade. It is in the foreign
trade where there is a dearth, a shortage, of shipping. Then,
why should not these proposed Government ships be kept in that
trade, where they are needed, and not injected into a trade
where they are not needed, to the detriment of the shipbuilding
industry of our country? Having left the door open as to ships
in foreign trade, we ought not to open the door as to our coast-
wise trade., That should be kept intact for the American ship-
yards. Their efficiency is of vital importance to us in peace
and in war in order to secure an ample and efficient Navy.

. If the coastwise trade is left intact, I have no fears that here-

after our shipbuilders will be able to compete with foreign
builders in respect to ships in foreign commerce. The great
European war has largely egualized the cost of construction,
Labor is higher abroad than ever before, and the cost of living
is higher than here. We are better supplied with cheap raw
material, and we have a better supply of coal than have many
of these nations, whilst our skilled mechanies are of a higher
order and our general efliciency is higher. T quote the following
from Ocean Shipping, May, 1916, pages 132, 133, and 134 :

Shipbullding methods as carried on in Great Britain and in this
country have very little in common. American shipyards have evolved
construction methods of their own, and the deslgning and bullding of
commercial vessels in this conntry is carried out with a degree of pre-
cision and a for details unknown in Great Britain, Ship for
ship, the American-built boat is always better equipped than any other.
American shipyard methods were the result of a natural development
along lines of least resistance, due to the paucity of orders for com-
mercial work precluding speclalization in any given t ; and it is
doubtful if the same methods carried out in Great Britaln would have
enabled the shipbuilders there to turn out werk as good for the price
as that turned ont in American yards.

In recent years the accumulation of experience has brought about a
general lowering of prices in’ American shipyvards, and tfo-day . their
capabilities In the way of competition are llmited only by the amount

LIII—T7

'However,
'might poaslh!y have gone to Britlsh yards had not the war so altered

of berths at thelr disposal, for, Swing to the tremendous rise in the
price of materials and labor in Great gBrItnln. British shipbuilders are
no longer able to offset the high percentage of overheads in the total
cost of American-built ships, besides which the overheads are a factor
which is constantly decreasing in this country, while there is no doubt
that it has increased considerably In all parts of Europe and will con-
tinue to rise as a result of the war, ® ¢ @

When comparing prices of American and foreign ships, it is too often
forgotten that the American ship is finished with a degree of thorough-
ness unusual anywhere outside of this country.

In marine englneering, es ec]ali[f, our shipbuilders have set a higher
standard than obtains anywhere else in the world, due to the fact that
the builders of cargo boats are also the bullders of United States war-
ships; hence the very best scientiflc data are always at the disposal
of our shipbuilders, while our machinery trade is certainly superior to
the British for the production of auxiliaries.

Iy * . - L w - - L ]

There have lately been signs that shipbuilding has begun to attract
the attention of Feuple who intend laying down yards in this country
for the purpose of engaging in the industry on the theory that, whereas
American engineers have demonstrated their ability to underbid the
world in the cost of erecting the structural material used in our tall
buildings, in the face of higher wages than are pald in other countries,
it is possible to carry out the same operation with another form of
structure, namely, a ship, and shows the same brilliant resulis from
the economie Eo nt of view. [Binece the above was written several
American shipbuilders have begun to carry this idea into execution,
through having the midship sections ® manufactured” outside by the
steel makers, conteutln? themselves with bullding the ends at the ship-

d. For reasons which can not be dwelt upon here it has not yet

cen 1'011:1[‘1l possible to ““manufacture” a ship from end to c¢nd at the

steel mill.

Looking at the results obtained by Amerlean metallurgists and motor
car and locomotive manufacturers in the matter of reducing manu-
facturing costs, while raising wages, It seems that there is a great
future for the shipbullding industry along those lines in this country.
In the meantime the cessation of commercial shipbnilding In %nd,
due to the war, has apparently had very little uence uwpon the charac-
ter of the orders pla with American shipyards within recent months,
Jt!rldging from the following table of ocean vessels bullding in this coun-

y under date of December 1, 1915, which has been complled by the
De‘putmcnt of Commerce from data supplied by the shipbuilders. It
will be seen from this table—which embraces v 1s of all cl
on which work has actually e 1 and v 1s which will not be
laid down for several months to come, owing to the crowded condition
of the shipyards—that only six steamers were on order in this country
on that date for foreign owners, all of which were oll-tank vessels.

The following is from Ocean Shipping, May, 1916, page 151:

From Shipbuilding and Bhipping Record, June 3, 1915:

“With practlecally all berths filled, the American shipbuilding indus-
iry is in a better position than it has been for years to wipe out adverse
balances aceumulated in previous lean periods, 8o great has been the
influx of orders lately that anything like early dellvery Is ont of the
question at the moment, in former iyea'u'a‘3 practically all orders
booked by American yards are for vessels intended for trading between
Amerlean ports, which, according to law, must be built 1o Amerlea,.
ere and there one comes across a boat on the stocks that

the situation.”

Within the past two years a number of ships have been buil
in our shipyards for foreign countries, and a number of such
ships are now under construction, or under contract for con-
struetion. England, Russia, Germany, France, and Austria will
have their hands full for some years to come in replenishing the
losses of the war. Labor will be scarcer and higher than before,
and raw material will not be as ample or as cheap as before.
The war has enriched our country, while it has of necessity
impoverished and handicapped those countries.

COST OF OPERATION EQUALIZED.

In this conmection I quote the following from the Morgen-
bladet, of Christiania, Norway, one of the leading newspapers
of that country, in its issue of June 28, 1916:

Shipowner Christopher Hannevig has lately returned from a six
months' stay In America.  IHe has purchased two great industrics,
namely, the Pusey & Jones Co., of Wilmington, Del., and the Pennsyl-
vania Shipbuilding Co., which is distant 2 minates by rail from the
first-nam compun{'s Elnnt. The Pusey & Jones . manufactures
paper machines, which have made the company well known and highly
commended. Besides, it Includes a shipbullding plant, The company
employs nltog("e(}her about 1,000 men. The purchase price paid was
about $1,000,000, The industries of the plant will be continued, as
heretofore, but will be considerably enlarged. The Pennsylvania com-
Eany can bufld ei}zht ships of a tonnage of 13,000 each. In August the
eel will be lald for two 7,000-ton ships for Norwegian account, and in
November a beginning will be made on two 13,000-ton ships. Both plants
which together employ between 2,000 and 3,000 men, will be under Nor-
weglan supervision. They will be managed by Engincer Haakon Norbom
and Shipbullder Henry Lysholm, both of whom have had several years'
experience in American shipbuilding.

r. Hannevig says: * It Is of vital importance for Norway to renew
her tonnage, It is our tonunage that has made us what we now are,
which, in other words, makes us noted. Without (his we counld not have
maintained ourselves economiecally during this war., There are no others
who will come here with their tonnage to earry away our Eroﬂucts.
This has been brought home to Norwegian ship operators. They have
fncreased their tonnage considerably, especially in Ameriea ""—

I call especial attention to this—

* especially in Ameriea, which is now in these embargo times the only
place where tonnage can be purchased, Norway has in America alone
purchased and contracted for 125,000,000 kroner ($33,750,000) worth
of additional shippiog. The price is not more than 100 per cent over
American normal price. In FEurope the prlees are from 200 to 300 per
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has during the war gained

cent over European normal prices. Norwa
has the greatest amount of

a great status. It 18 now the country tha
free tonnage.”

I have read this letter to show the prosperous condition of our
shipyards and how the neutral countries, in order to get a na-
tional shipping, have to come over here and buy plants to build
ships lere. In this connection I have another interesting little
item which I clipped from the'New York Sun of yesterday.

Mr. HUGHES. Mr, President

The PRESIDING OFFICER (Mr. Hustive in the chair).
Does the Senator from Minnesota yield to the Senator from
New Jersey?

Mr. NELSON.

I do.

Mr. HUGHES. Would it interfere with the Senator if I asked

him a gquestion at this point, just for information?

Mr. NELSON. No.

Mr. HUGHES., I want to know—I presume the Senator
knows—how the law treats a foreign-owned ship which is built
in this country in case an attempt should be made afterwards
to give it American registry?

Mr. NELSON. Ships built for Norwegians in this country
can not get American registry. The owners must be Americans.

Mr. HUGHES. Yes; but once having——

Mr. NELSON. These ships are built for Norwegian account.

Mr. HUGHES. And under the law as it was those ships
never could obtain American registry.

Mr. NELSON. No; never.

Mr. HUGHES. Baut as it Is now they can, of course?

Mr. NELSON. They can if they are owned by Americans,

Mr. HUGHES. Yes.

Mr. NELSON. They would have to be owned and controlled
by Americans and officered by Americans.

Mr. HUGHES. But under the old law, nothing you could
do in the way of ownership or control or officering the ships
would permit them to get American registry.

Mr. NELSON. No; they could not by any possibility have
come under the American flag.

I have referred to these matters to show the prosperous con-
dition of our shipyards for the purpose of showing how foreign
neutral nations, in order to get more ships, in order to get their
own shipping increased, have to come to this country and buy
ships and have them built. That statement shows that they
have purchased in this country 125,000,000 kroner, as they are
called—a krone being equivalent to about 27 cents in our
money—of American ships already. This gentleman, Mr. Han-

- nevig, has bought two plants here, and they have laid the keels
for two 7,500-ton ships for Norwegian account, and in Novem-
ber they intend to start two 18,000-ton ships for Norwegian
account. In other words, our shipbuilders not only have the
work of our own country to do, but foreigners come here and
employ them.

In this connection T desire to read the following item, which
I clipped from the New York Sun of yesterday :

NORWEGIAN SHIP BUILT HERE—SAILS FROM CHICAGO TO TAKRE CARGO OF
CORN ABROAD.
CHICAGO, August 7.

The first sbz)%ot_ar the Norweglan merchant marine built on the Great
Lakes, the 3, ton Nordal, safled for Montreal to-night. She was
chartered by the Rockefeller Foundation to take a ea of corn from
Montreal to Rotterdam for the relief of Belgian war sufferers.

The Nordal ls one of 30 ships belng built for Norwegian firms in
-American shipyards.

This does not indicate that our shipyards are not in a pros-
perous condition. In fact, they are so prosperous that we could
get no ships from them. They will be busily employed for the
next two years in filling orders already received.

Mr. CLAPP. Mr. President—

The PRESIDING OFFICER. Does the Senator from Minne-
sota yield to his colleague?

Mr. NELSON. 1 do.

Mr. CLAPP. What I want to ask my colleague—it is a mat-
ter with which he may be familiar, and I am not—is whether
the Norwegian Government is contributing any direct aid to
the Norwegian shipbuilders who are having these ships con-
structed ?

Mr. NELSON, Oh, no; no aid at all. Most of the shipping
of Norway consists of what are known as tramp vessels. Nor-
way gives subventions to what is called the Mexican Line, which
runs to the Gulf of Mexico, and another line of two ships to
New York. It also gives subventions to local lines along the
coast of Norway. If you will look at the map of the country,
you will see that there is a narrow strip along the northern
border where there are only local settlements here and there in
the valleys and mountains, mostly settlements of fishermen, and
to afford them shipping facilities the Government has given sub-
ventions to a number of lines that ply along the northern coast

clear up to North Cape, Hammerfest, Tromso, and other points.
Without those subventions, they probably would not have the
necessary shipping facilities.

Mr. WEEKS. Mr. President——

Mr. NELSON. I yield to the Senator from Massachusetts.

Mr. WEEKS. The Senator from Minnesota has been de-
scribing a condition which undoubtedly exists. American ship-
yards are busy, and I assume they are prosperous: but I did not
notice that he stated that it was a comparatively new condi-
tion, and undoubtedly due to the war and the results of the war.

Mr. NELSON. Partly to the war, but partly to improved con-
ditions of manufacturing in this country.

Mr. WEEKS. The necessity to ship our products on account
of the demand?

Mr. NELSON. No; it comes from improved conditions, both
because our plants are manufacturing more cheaply—I quoted
a reliable authority on that point; the Senator may not have
heard it—both because they can manufacture their ships more
cheaply than ever before and because the cost of labor, the cost
of food, and of everything else has vastly increased in the
foreign countries, and they are not so well supplied with the
raw material as are we, The best evidence, to my mind, that
ships can be procured in this country more cheaply than any-
where else is the fact that that Norwegian firm comes over here
and buys two shipyards in order to have ships built in this
country by American workmen.

Mr. GALLINGER. DMr. President, is it not possible, if not
probable, that the reason why Norway is coming to our market
to get ships is because she can not get them bullt in the coun-
tries that are at war at the present time?

Mr. NELSON. That may have something to do with it; but
you will notice that the last part of Mr. Hannevig's statement
was that even in these times he could procure ships here at
100 per cent over normal prices, while in Europe the cost would
be from 200 to 800 per cent.

Mr. GALLINGER. Yes, of course; but that is directly and
inevitably due to the war.

Mr. NELSON. Partly; but the Senator must admit that the
war will leave those countries in a condition such as they
never were in before, and that they will be busy in supplying
and replenishing their own losses.

Mr, GALLINGER. Very likely.

Mr, NELSON. Yes.

Mr. FLETCHER. Mr. President, may I ask the Senator, in
that connection, if it is not a fact that Norway levies a very
considerable tax on her shipping, especially her domestic and
coastwise shipping, devoting the proceeds of that tax very
largely toward building up state-owned ships?

Mr. NELSON. They have not any state-owned ships.

Mr. FLETCHER. Are they not applying the taxes they are
levying on shipping now in that direction?

Mr. NELSON. No. They have in Norway both an income
tax and a property tax; and under the provisions of that law
they levy taxes on shipping as property, and then they levy taxes
on the income of the shipowners and operators,

I think, Mr. President, I have demonstrated that, under pres-
ent conditions, for years to come we can at least build ships
as cheaply in America as they can be built abroad. The cost
of operation is being largely equalized by the war. The supply
of sailors has greatly diminished in the foreign maritime coun-
tries, and their wages are much higher than before the war,
and the cost of their food supply Is higher than in this country.
There is not much difference in the bill of fare of sailors among
the leading maritime nations. Most of the food supply comes
from America, and hence it is higher in price abroad than it is
here. In Norway, which is next in rank to the United States
among neutral countries in her shipping, and which was fourth
in rank among the nations of the world before the war, and
which has always before had an ample supply of good sailors,
there is now, and for some time has been, a serious complaint
of the scarcity of sailors and of the high wages that have to
be paid.

Norwegian ships which before the war had an ample supply
of sailors among their own people, are now compelled to ship a
heterogeneous crew of all shades and nationalities. T get this
information from one of the leading newspapers of that country.
The same conditions prevail to a greater or less extent in Swe-
den, Denmark, and Holland, and the war must necessarily have
had a similar effect in all the belligerent nations.

While the late seaman’s law (388 Stat, 1164) may have
worked harm on the Pacific because of competition with oriental
shipping, yet I think that on the Atlantic and Gulf coasts, if
properly enforced, its tendency will be to equalize the wages of
sailors among all shipping plying to ports on those coasts.
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On the whole—though the statement may not be considered as

orthodox in some guarters—I am impressed with the idea that

under present conditions and under the important relief con-
ferred by the Panama act of 1912 and the amendatory act of
1914, to which I have already referred, if not handicapped,
hampered, and discriminated against by such legislation as is
contained in this bill or other hostile legislation, our shipping
in foreign commerce is on the high road to recovery, and will
continue to have from year to year a sure and steady growth,
though perhaps not an exceedingly rapid one. Relieved of one
burden—that is, the cost of the ships—by legislation and of the
other by conditions resulting from the war, it will be a healthy,
natural, and steady growth, neither sporadic nor artificial. In
most other lines of manufacture and industry America leads the
world, and I believe, if given a fair chance, America will take
a leading part in foreign shipping.

I am the more confirmed in these views by the fact that most
of our import and export tonnage is carried not in route vessels
but in ocean tramps, as I shall hereafter point out more in de-
tail. No doubt additional subventions to mall steamers on
regular routes would be a help and advantage in enlarging and
extending traffic on such routes. In this connection I may add
that our ocean shipping has some advantages over English and
other foreign shipping—

First. In having no prescribed load line. All who are fa-
miliar with shipping matters know that under the Lloyd meas-
urement in England there is a mark on the side of the ship
called the load line, and ships are not allowed to carry any
load that will sink a vessel lower than that load line. We have
no such law in this country.

Second. In the matter of liability for damage to or loss of

“ecargo and for injury to persons or loss of life. Under our laws
our ships are only liable to the extent of the value of the ship,
if saved, and of freight earned. In the case of the Titanic,
which sank, there was nothing left to pay damages with, under
our law, except the $100,000 or so freight earned. Under Eng-
lish and other foreign laws the liability is much greater in such
cases,

My recollection is that under the English law damages are
granted upon the tonnage of the vessel. I am not abfolutely
sure, but I think a rate of $8 per ton or something of that kind
is allowed—that is, the people who sustained loss on the Titanic
were able, in the settlement of the case in court, to get con-
siderably more money than the mere freight that was due to
the T'itanic. I notlee in the papers, but it may not be accurate,
that they settled for something between six and seven hundred
thousand dollars. The Senator from New Jersey [Mr. HugHES],
who is listening to me, will, I think, recall the fact.

Mr. HUGHES. I think that was the amount.

REGULATIVE FEATURES OF THE BILL.

Mr, NELSON. I now come to what I call the regulative fea-
tures of the bill, These relate both to the coastwise and to the
foreign trade. The bill provides for a board of five commis-
sioners, who, In addition to their power to buy ships and the
power to sell, lease, and operate the purchased ships, are given
comprehensive regulatory power and control over all our own
shipping, as well as over foreign shipping plying to or from our
ports. These powers are far greater than those conferred upon
the marine department of the English Board of Trade, which
has jurisdiction over English shipping.

As to coastwise shipping, it may, in general terms, be said
that the bill gives the board about the same regulatory power
over such shipping as is possessed by the Interstate Commerce
Commission over our railroads. As to shipping in foreign com-
merce, the regulative power is more limited and less restric-
tive. But these regulative powers will in both cases prove, as
I shall point out, to be repressive and restrictive of the growth
and prosperity of our shipping. The ocean pathway is open to
all nations and in its nature is not a monopoly like a line of rail-
road. All ships can travel on the ocean, but only the cars of a
railway company have the right of way over its tracks. The
ocean earrier is in competition with all the world.

I have here, and I will insert it in my remarks, a table of our
exports and imports for the years 1914, 1915, and 1916. These
figures indicate that in value our exports in those years, espe-
clally in the last year, were double our imports and more than
double in tonnage and in bulk,

Our imports and exports for the years 1914, 1915, and 1916
are as follows:

Ezports.
1014 __ __ e e, $2, 364, 579, 184
19156_ 2, 768, 589, 8340
1916 4, 832, 098, 604

Total for & years 9, 460, 867, 002

Imports.

- $1, 893, 920, 65T
-~ 1,674, 169, T40
h 5 n e B B e e T o O S i =L 2,197, 954, 842

Total for 3 years ~——s 3,760, 080, 23D

This table indicates that in value our exports were nearly
twice our imports, and they were much more than twice in ton-
nage, if we take into account the bulky character of much of
our exports.

It may be said, as a general rule, that a nation pays the
freight on its imports, while the freight on its exports is paid by
the foreign purchasers. Where imports are of raw material
for manufacturing purposes and such manufactures are re-
exported in their manufactured state, the ultimate consumer
will, to some extent, pay the cost both ways. Our normal freight
bill is what we pay for our imports, and this is quite heavy, but
it is much less on account of our excessive exports than what
the foreigners pay on our exports. I quote from Ocean Shipping
of May, 1916, pages 27 and 28, as follows:

It may therefore be taken as a commercial trulsm that a nation pags
the frelght on its imports, while the freight on its exports is paid by
the foreign buyer. In countries where a large proportion of the
im;;orts consists of materials entering Into the manufacture of articles
which are reexported, a part of the freight thus pald on imports Is
eventually borne by the ultimate foreign consumer through price adjust-
ments. or this reason, then, the total freight bill is a deceptive
measure of the total amount of money which leaves a country for the
¥u ose of payl.n]g the foreign owners of vessels engaged in oversea
raific, when, as in the case of the United States, a considerable por-
tion of the cau'ryingo trade is in the hands of forelgn shipowners. It
appears from the regoingmlthat freight represents payment for an
actual service performed. erefore the American merchant who im-
i:mrts, say, t les from Germany, or tea from China, must pay [reight
rrespective of the nationality of the s‘hll: carrying his goods; buf,
looking at the questlon from a general point of view, the problem is
whether the payment of freight to foreign ships impoverishes a nation.

This question is usvally linked with the gene one of balance of
trade, and though free traders would contend that it pays a natlon to
bave forelgners do its carrying, if it s unable to perform the same
service at equal price, there is no questlon that the carrying trade of
such a nation as the United States represents a hufﬁ business which
gives employment to a considerable proportion of the total tonnage
owned in the world; and therefore the participation of Americans in
this business would open a new source of national income.

Mr. Paish estimates that for the fiscal year 1908-9 the net
sum paid by the United States to other countries was about
$25,000,000. He says (Ocean Shipping, May, 1916, pp. 82, 33) :

There are, however, other credit items to be taken into consideration,
The foreign wvessels carrying goods from the United States to other
countries are nslulllg ed and provisioned for the outgoing voyage in
American ports, and the value of the coal and provisions supplied to
them must be deducted from the payments which the United States has
to make for freight brought into the country in foreign vessels. After
taking all these factors into consideration, I calculate that the net sum
which the United States pays to other countries for the transportatign
is about $25,000,000.

Ocean shipping is generally classified as follows: Mail and
passenger steamers (express lines), passenger and cargo steam-
ers (combination lines), fast cargo steamers (cargo liners),
ordinary cargo steamers (tramps).

I quote from Ocean Shipping, May, 1916, pages 15 and 16:

LINERS.

Express liners, with exceedingly small cargo space (the Maurctania
carrles but 1,506 tons of freight out of her gross tonnage of 32,000),
may be likened in their relation to freight traffic to the express cars
of fast passenger trains., This also applics to combination liners,
which, however, do carry a large proportion of bulky commodities,
such as aln, cotton, foodstuffs, manufactures of metal, etec., and
combine the duties of express cars and fast freight trains. However,
out of 25,000 steamers afloat probably not more than 1,600 are in-
cluded in the two preceding . The cargo liner is to the sea
what the fast-freight service Is to rail transportation. It is a boat
carrying cargo exclesively, but which steams regularly and periodieally
over the same routes. of thls class of eargo carriers are those
employed bf’ for instance, the Leyland, Prince, Lamport & Holt, and
Bucknall Lines, to carry American exvorts to Europe, South Ameriea,
South Africa, and the Far East. Cargo liners are almost invariably
bullt for the trade in which they are to engage, and are kept up to the
highest standard of efficiency in order to glve shippers the advantage
of the lowest rate of insurance.

Ordinary cargo or tramp steamers, the marine prototype of the com-
mon freight car, are the carrlers of most of the bulky commodities
and low-grade freight of the world. They are boats of full form,
rarely exceeding 375 feet in length, of a speed varying between 8 and
10 knots and ready to go anywhere to pick up any sort of cargo.
Tramp steamers are hired on charter by merchants at rates of fre!§ t
governed by the state nf trade and the supply of shipping., While,
as a rule, cargo steamers are chartered by intending shippers through
brokers at the great seaports or their agents at the smaller ports for
a specific voyage only, there is another method by time charter.

WHAT TRAMPS CAREY.

It has been estimated that ont of 45,000,000 tons of shipping owned
in the world, fully two-thirds of the tonnage used in ocean traffic con-
slsts of tramp steamers, of which Great Britain alone owns 70 per
cent of the whole, Low-grade freight and bulk goods constitute the
tramp steamer’'s chief means of employment in marine transportation.
As three-fifths of the bulk of British exports consist of coal, and as
coal can ouly be shipped by * tramps,” it follows that Great Britain
has always at hand employment for her vast fleet of cargo boats which
leave the home ports with coal for all parts of the world, but chiefly
Meciterranean and South American ports.
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The bulk of our agricultural, mineral, and forest products
is carried in tramp ships, and our coarse, bulky, and heavy im-
ports are carried in similar ships. As a rule, the world over,
low-grade freight is carried in tramp ships which do not operate
on fixed lines. Tramp steamships are indispensable for our
foreign commerce,

I quote from Qcean Shipping of May, 1916, page 104:

TRAMP STEAMSHIPS INDISPENSABLE.

The disparity between import and export tonnage vitally affects the
character and cost of the tmmg:rtnﬂnn afforded the fo trade of
the United States, for it means t all vessels used in export trade can
not obtain direct return cargoes, and therefore must load at forelgn ports
for destinations other than the United States, For instance, a steamer
starting from Savannah across the Atiantic with cotton for f.ivarpno]

likely to be chartered to mrr{ coal from Wales to Argentina to avold
belng compelled to return to the United Smtmt{u in ballast). If
no cargo offers at Argentine ports, she may p last to Chile

to take nitrate for Burope, tbus remain away from the United States
indefinitely or until, at some port, a profitable mx;fo or charter to the
United States Is offered. To h;fI down Pittsburgh steel at Vancouver in
competition with British steel shipped from England via gellan
steamers from New York, In addition to taking ateei for Vancouver, had
to take cargo for dellvery at intermediate points along the west coast of
South America and Mexlco. After discharging steel at Vancouver, where
no mrm&m for the east coast of the United States is r ly avail-
able, these vessels ship lumber or coal for the Gulf of ornia. They
are reloaded with co| matte for Dunkirk, France, and in France
take chalk for New York, the whole trip consuming from six to elght
months. It was the only process where the cheap water rate from
Liverpool to Vancouver, made possible by existence of a large Tt
traflic out of Britlsh Columbia to Burope and the Far East, co be
overcome., In these wylrf: the ex%}r trade of other countries was
served three times, while t of the United States was served once, but
it was the toll taken from the commerce of the others that made this
export of American steel possible.

imilar examples from other industries might be clited, but this is
sufficlent to reveal the extent to which American commerce is neces-
sarily interwoven with that of the rest of the world, and the cheap and
bulky character of most can exports demands normally the low
rates which can be provided only by those vessels—chiefly tramp steam-
ers—which, by taking cargoes for whatever destination is offered, avold
the deadening expense of long return trips in ballast. In the ge of
a recent report from the United States consul general at Rio de Janeiro:
“A freighter follows whatever route res its recelving the highest
prices : owners and charterers maneuver a cargo vessel all over the map
with that sole end in view."

The bill under consideration is defective in not making provi-
sion for tramp steamers. The bill only provides for *the pur-
chase, construction, equipment, lease, charter, maintenance, and
operation of merchant vessels in the commerce of the United
States.” (See p. 10, sec. 11, lines 13, 14, and 15.)

An American tramp ship, if Government owned, with a cargo
of cotton from Mobile to Liverpool, could not take a cargo from
there to Brazil or Chile, for that would not be “ commerce of the
United States.” I quote from Ocean Shipping, of May, 1916,
page 108:

The bill appears to restriet the operation of these Government ves-
gels (whether operated by the Government or by private corporations)
to trade directly between the United States and forelgn countries—I. e.,
in the language of the act, to * use in the transportation of the commerce
of the United States with foreign countries,” and between the United
States and our distani possessions; in other words, to service on certain
fixed lines. It fails, therefore, to touch tramp shipping, upon which the
greater part of our exports and imports depends.

Such a ship, if a return cargo could not be immediately ob-
tained, would have to wait until a return cargo for the United
States could be obtained instead of securing immediately a cargo
for a foreign port—or two ports—returning from such port or
ports to the United States. The great bulk of our exports to and
imports from South America are and will be carried in tramp
ships. We would be at a great disadvantage in building up a
trade with South America If we put our tramp ships under the
restrictive regulations of this bill while the tramps of other
countries have a free hand.

I quote on this point the following from Ocean Shipping,

page 110:

It is urged that the application of the law alike to American and
foreign vessels precludes -diserimination and
ship to no disadvantage as compared with
American vessels, however, mus:

cargoes from the same American port.
the competition of foreign shi{
s0

also meet in their circuitous vo
which never call at American ports, and, therefore, will never be
ject to the seamen's act's uirements as to manning and equipment
or to the proposed rate regulation of this bill. All Amerlcan vessels
will be obll to meet the maximum requirements of the American
laws, but only that ?arﬂﬂn of fore shipping which calls at American
ports will be similarly burdened. e str e for survival would natu-
rally oceur in trade wholly foreign to the United States, such as from
the United Kingdom to South America or Africa or the Far East, be-
tween Ameriean shl]:s complying with all our extreme navigation legisla-
tion and foreign ships permitted by their Governments to operate on a
competitive level with riva! maritime enterprise. To live on our own
export and import trade American tramp steamships must be able to
live on the od of the circultous voyages necessary to avoid return
b ct that American shipping is now highly

in ballast. The rofitable
is no criterion of its ability to compete during a ship dﬂnm
gchnz.:rm follow a few years a this war and such as follow
o ar,
Ocean shipping is the most competitive of industries, a constant
struggle for exi chiefly among nations for centuries in

maritime carrying. It is difficult to conceive success for the rican

entrant if burdened by legal restrictio

stro opponents. Iz s?n far as slfctzlh ?:w?gpg?mgqggll;h :o °mﬂ‘c§ﬁ
and a.reirzn wvessels they Increase our freight ra and handicap our
trade. If they do not apply to foreign vessels they drive onr ships out
of business,

These foreign tramps plying between BEurope and South Amer-
ica can give rates, favors, and drawbacks that our tramps can
not give under the restrictive regulations of this bill, and this
would place our exporters at a great disadvantage in building
up a trade with South America.

But a comparatively small part of our exports, especially of
heavy and bulky tonnage, are carried in regular liners plying
on fixed routes. It may be observed in this connection that while
foreign countries give In one form or another to a greater or
less extent subventions to mail and fast passenger and freight
lines plying on regular routes, none of them give any such aid,
or anything except unshackled freedom, to their tramp ships.
Why should not our tramp ships enjoy the freedom that the
tramp ships of other countries enjoy, and thus be on a footing
of equality?
thm'? HUGHES. May I ask the Senator a question right

ere

Mr. NELSON. Certainly.

Mr. HUGHES. I understand it is the practice of other coun-
tries with reference to tramp ships that they are given the
privilege of plying between their home ports. I want the Senator
to correct me if I am wrong, but I am under the impression that
foreign countries give tramp ships the privilege of plying be-
tween the different ports of their home countries.

Mr. NELSON. The question the Senator propounds relates to
whether foreign countries confine their own ships to the coast-
wise trade, Most of the countries do not.

Mr. HUGHES. Do not foreign countries as a rule, so far as
tramp ships are concerned, give to them the privilege of touch-
ing at more than one port in the home country when coming in
from a foreign voyage?

Mr. NELSON. They do. They give that advantage, and so
our tramps should have that advantage.

Mr. HUGHES. Yes; but take the case of an American tramp
engaged in the foreign trade, leaving Liverpool with a cargo,
it could not touch and break bulk at New York and then go on
to Galveston.

Mr. NELSON. No; because that would be entering on the
coastwise trade.

Mr. HUGHES. I say that is one of the reasons why we can
not have American tramp ships. We do not give them the
privilege that other nations give their tramp ships. The Sen-
ator has frequently referred to Norway——

Mr, NELSON. I referred to it not because I have any more
interest in Norway than has the Senator from New Jersey——

Mr. HUGHES. I understand.

Mr. NELSON. But I referred to it because in the matter of
shipping Norway is the greatest country in proportion to popula-
tion on the face of the earth.

Mr, HUGHES. I know that.

Mr. NELSON. Its shipping is pmext in rank to that of the
shipping of the United States to-day. I referred to it because
most of their shipping belongs to the tramp elass, for the reason
that I will state.

Mr. HUGHES., That is the reason why I asked the Senator
the question. I referred to Norway because I thought from
what the Senator said that he was exceedingly familiar with
the shipping of that country. That is the only object I had.

Mr. NELSON. I will state the reason why most of the ships
of Norway are tramp ships, Norway is a small country. It is
mountainous and very sterile; it has a small population; and its
exports and imports are exceedingly limited; but its shipping
is considerahle. If the shipping of Norway had nothing to do
except to carry the exports and imports of that country there
would not be much of it. They make their living by doing
what I call a tramp business for all countries over the world.
Most of their steamers belong to that class. On the other ques-
tion to which the Senator referred incidentally, I have a book
here which I have not had time to examine carefully, but from
what I have seen, most of the maritime countries allow foreign
ships to engage in the coastwise trade.

Mr. HUGHES. I agree with the Senafor; and I just want
to emphasize this point: There is no couniry except our own
which refuses to permit a ship of its own registry in foreign
commerce to go from port to port in that countiry. Does the
Senator know of any other country, except the United States,
that does not allow its tramp ships in its own commerce, car-
rying its own registry, to go from port to port in that country?

Mr. NELSON. But that question is not eovered by the bill.

Mr. HUGHES. I think it is to a greater or less extent.
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Mr. NELSON. It is not covered by the bill in any form or
shape, as the Senator from Florida [Mr. FrercHER] knows.

Mr. HUGHES. I understand that under the provisions of
the bill the ships that are to be built are to be given that
privileze,

Mr. NELSON. They are to be given the privilege of the
coastwise trade.

Mr. HUGHES. Then it does involve that question.

Mr. NELSON. Bat it does not apply to other ships.

Mr. HUGHES. It does not apply to other ships.

Mr. NELSON. 1 repeat, it is comparatively a small part of
our exports, especially of heavy and bulky tonnage, that is car-
ried in regular liners plying on fixed routes, It may be
observed in this connection that, while foreign countries give,
in one form or another, to a greater or less extent, subventions
to mail and fast passenger and freight lines plying on regular
routes, none of them give any such aid, or anything except
unshackled freedom, to their tramp ships. Why should not our
tramp ships enjoy the freedom that the tramp ships of other
countries enjoy, and thus be on a footing of equality?

An American tramp steamer at Liverpool should have as free
n hand as a British tramp at that port. It should be as free at
all ports as a British tramp ship. In this connection, and as
bearing on tramp steamers, 1 refer to paragraph 4 of section 15
of this bill, to parts of section 16, to the first paragraph of
section 17, to section 18, to part of section 22, and to the pro-
visions of sections 24, 25, 26, 27, 28, 29, 30, and 32.

While some of these provisions may be justified as to freight
and passenger ships, plying on fixed and regular routes on
which there are or may be competing lines, they are a most
grievous burden upon and are an impediment to the ocean
tramps. Their rates necessarily shift from port to port, and to
get freight, instead of being tied up or steaming away in bal-
last, they will have to accept such rates and conditions as may
be offered; in other words, they are at the mercy of the port
where they happen to land. To put such restrictive regulations
upon them as is proposed in this bill would make our ocean
tramps the outcasts among all the world's tramp steamers.
In other words, if the Senator from New Jersey will read and
note the restrictions in the bill that are put upon our tramp
vessels and then compare them with the conditions of tramp
vessels in other countries, the Benator will readily see the
difference.

Not only do the framp ships carry the bulk of our foreign
commerce, but in our coastwise trade the bulk of all heavy
traffic and all low-grade freight is carried by tramp ships.
The tonnage carried by them at least equals the tonnage carried
by liners plying on regular routes. These tramps are to some
extent the regulators of the rates of the liners; their cost of
operation is less, and, as to bulky and heavy goods, they can
give much better rates than can the regular liners. They ply
from port to port, wherever they can get freight and touch
many ports not made by the liners. Their traffic is highly com-
petitive, and hence their rates are necessarily fluctuating.

To secure freight they must give such rates as the port affords
or offers. In one season of the year the rates may be very low
and in another season higher. Between certain ports the rates
may be very low, between other ports relatively much higher.
Ir a journey from the Gulf coast to New England such a tramp
may make many ports, some close together, others far apart.
On the return trip many other ports may be made. I do not
see how it is possible for such a ship to comply with the pro-
visions of section 19, which are as follows:

Sec. 19. That every commeon carrier by water in interstate com-
merce—

And that includes all our coastwise trade—

8mc. 19, That every common carrier by water in interstate commerce
shall establish, observe, and enforee just and reasonable rates, fares,
charges, classifications, and tariffs, and just and reasonable regula-
tions and practices relating therete and te the issuance, form, and sub-
stance of tickets, receipts, and bills of lading, the manner and method
of presenting, marking, *gscking. and deiivu’itl:% propert{mfur trans-
Ertﬂum' the carrying of personal, sample, a excess , the
er matters relating to or

cilitles for transportation, and all o
connected with tone receiving, handling, transperting,, storing, or de-

livering of property.

It is the next paragraph which works the greatest destrume-
tion—

Every such earrier shall file—
And that covers even tramp steamers—

Ev such carrier shall file with the board and keep open to public
inspection, in the form and manner and within the time prescribed by
the board, the maximum rates, fares, and charges for or connection
with transportation between go‘lnu on its own route; and if a throm,
route has established, the rates, fares, and charges for
or in connection with transportation between points on its own route
pud points on the route of any other carrier by water.

Now, listen to this:

No such carrier shall demand, charge, or collect a greater compensa-
tion for such transportation than the rates, fares, and charges filed in
compliance with this section, except with the approval of the board
and after 10 days' public ootice the form and manner prescribed
by the board, stating the Increase proposed to be made; but the board
for good cause shown may waive such notice,

Whenever the board finds that any rate, fare, charge, classificatio
tariff, regulation, or practice, dem ed, charged, collected, or observ
by such carrier unjust or unreasounable, it may determine, prescribe,
and order enforced a just and reasonable maximum rate, fare, or charge,
or a just and reasonable classification, tariff, regulation, or practice.

How can such stringest rules properly apply to tramp steam-
ers from port to port? Compliance with this section would in-
volve a separate rate sheet for each port, great or small, and
between each two or more of such ports on our entire Pacific,
Atlantic, and Gulf coast lines. As an illustration: Take a cargo
tramp ship carrying lumber from a Gulf port to numerous ports
on the Atlantic seaboard. It would be necessary to have a
separate rate sheet for each port that it would be likely to make
in the course of a year, and :t could never be sure in ardvance
as to what ports it would have to make. It may be suddenly
called upon to carry lumber to a port for which it has no
rate sheet or preseribed rate, and if it ships the lumber to such
a port without a previously preseribed rate it would violate
section 19,

Aside from the steamers of the tramp class, the report of the
Commissioner of Navigation of March 31, 1916, shows that there
were then in the coastwise trade a total of 8,237 sail ships and
barges, with a total tonnage of 1.813,599 tons. All these vessels
belong to the tramp class and do a tramp business in carrying
coal, lumber, iron, ore, grain, and ofl. Senators can at once see
how embarrassing, annoying, and repressive it would be to make
such vessels subject to the provisions of section 19.

Sir Norman Hill, secretary of the Liverpool Steamship Own-
ers’ Assoclation for many years, in a report last year to his
Government, stated :

Of the vessels that count in the ocean overseas trade the number
belonging to the United Kingdom may be taken to have been at the
outhreak of the war 3,600 steamers of over 1,000 tons net, and thelr
tonnage at 10,000,000 tons net, divided as follows:

Liners—

That 1s, ships plying on regular lines:

Number of liners, 1,200; net tons, 4,200,000; gross tons, 6,960,000;
dead-weight tons, 6,000,000,

General traders, or cargo boats or tramp vessels:

mber of general traders, 2,400 : net 5,760,000 ; gross to
9’6%%'03%: deﬁw?@uuerst g &s.oooé:ﬂo tr:: 600 ; tota: net to::
g‘.‘s’?g:f:okﬁmmmo gross teas; ‘fg.mooo; u:ril dead-welght tons,

In other words, the general traders or tramps under the
British flag carry about two-thirds of the weight of eargo ear-
ried by British steamships in over-seas trade, the liners only
one-third. These figures include British steamers which carry
on the foreign trade of the United Kingdom with the rest of
the world, and also British steamers which do not trade with
the United Kingdom at all, but are engaged in carrying between
foreign countries and colonies, to ports on the Continent of
Europe, and so forth. Sir Norman Hill's figures include no sail-
ing vessels, practically all of which are general traders or

. The Norwegian merchant marine is made up mainly
of general traders or tramps.

To put tramp vessels, either in the foreign or coastwise trade,
under the restrictive regulations of this bill would be to ham-
string and to destroy the wvalue and efficiency of all our ccean
tramp shipping; and, in respect to our trade with South Amer-
ica and other foreign countries, it wounld, as I have already
pointed out, be a great handicap and drawback. There may be
some grounds of justification for placing our coastwise liners,
plying on regular routes, under the regulative restrictions of
this bill, but there certainly is no valid ground or justification
for treating our tramp shipping in that way; and, even in the
case of liners on regular routes, I doubt the wisdom of it and
fear the proposed restrictive regulations will do more harm than

Mr. President, in these remarks I have aimed, using a nautical
phrase, to steer close to the wind. I have aimed to steer close
to facts as they actually exist and close to the legal conditions
that prevail to-day. I have pointed out—and I do not think
it can be gainsaid—that under present conditions in our own
shipyards, under the provisions of this bill, and under the
conditions of legislation that prevail in foreign countries, it
will be utterly impossible to secure any shipping within the next
two years. No ships ean be bought from the neutral countries,
because they have prohibited their sale ; none ean be bought from
belligerent countries under the provisions of the bill; and our

‘| shipyards will be fully occupied for the next two years, as I
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have heretofore shown.
from?

Mr. WEEKS. Mr, President——

The VICE PRESIDENT. Does the Senator from Minnesota
yield to the Senator from Massachusetts?

Mr. NELSON. I do.

Mr. WEEKS. I thought the Senator had finished, and I
wanted to ask him a question before he took his seat. He has
just been speaking of tramp steamers and their being put
under the control of the proposed shipping board. I want to
ask him if I am to understand that the tramp steamers are
common carriers under the terms of this bill?

Mr. NELSON. I understand they are to be placed under
the regulations prescribed by this bill.

Mr. WEEKS. “Common carriers” are carefully defined In
the bill, and it seems to me that the definition does cover
tramp steamers. I think it is an important consideration, how-
ever, because there is a vast difference between the business
conducted by tramps and that conducted by the regular liners.

Mr. NELSON. Of course there is a vast difference between
the business done by the regular liners and the tramps, but
the regulations of the bill, as the Senator from Massachusetts
well knows, are of a twofold nature: First, in respect to our
coastwise shipping, which is called shipping in interstate com-
merce in this bill. The shipping board has practically the
same right to fix and regulate rates in one form and another
as has our Interstate Commerce Commission over the railroads;
while In respect to the ships engaged in -foreign commerce,
there are no such comprehensive regulations; but in many re-
spects they come under the provisions to which I have called
attention in my remarks.

Mr. HUGHES. Mr. President, I agree, in the main, with
what the Senator says with reference to the difficulty of ap-
plying this law to tramp steamers, if it was intended to apply
to tramp steamers; but I call the Senator’s attention to the
definition of “common carrier” contained in the first para-
graph of the bill in these words:

The term “common carrier by water in foreign commerce " means
a common ecarrier, except ft:arr‘y“tef_sorrunn[ngg:rt; J:gpurlggﬂlénugl;%k :er:;
the U;?tetimagzatrelsspg;n;tn;no its Districts, Territories, or p{sscsslons
and a foreign country.

One foreign country. That would seem. to include only
liners. I want also to call the Senator’s attention to the lan-
guage on page 2 of the bill, defining * common carrier by water
in interstate commerce.”

The term * common carrier b

Then, where are the ships coming

water in Interstate commerce” means
a common earrier enga in the transportation by water of passen-
gers or property on the high seas or the Great Lakes between one State,
Territory, Distriet, or lpoesesalon of the United States and any other
State, Territory, Distr et, or possession of the United States, or be-
tween places in the same Territory, Distriet, or possession.

This shows the distinetion made.

Mr. NELSON. Of course, I noticed the distinction, because
a common carrier engaged in the transportation by water of
passengers or property on the high seas is entirely different
from a common carrier engaged in like business on the Great
Lakes. The commerce on the Great Lakes comes under the head
of what we call in our phraseology the coastwise trade.

Mr. HUGHES. Yes; but I wanted to call the Senator's at-
tention to the fact that different language is used in dealing
with the shipping on the Great Lakes. The bill makes a com-
mon carrier out of any vessel which plies between one State
and another State, whereas it makes a common carrier in the
foreign trade only out of a vessel which plies between the
United States and a country—not any other country——

Mr. NELSON. Of course, the Senator is right.

Mr. HUGHES. So, it seems to me that a vessel plying be-
tween the United States and any other country would not be
a common ecarrier under this definition, but would be, as the
Senator suggests, a tramp or trader. I hope that is the inten-
tion of the framers of the bill, as I think it should be the in-
tention.

Mr., HARDING. Mr. President—

The VICE PRESIDENT. Does the Senator from Minnesota
vield to the Senator from Ohio?

Mr. NELSON. Certainly.

Mr. HARDING. I want to ask the Senator, under the defini-
tion in this bill, would a vessel engaged in the ore trade, oper-
ating solely for its owners in carrying ore from Minnesota to
Cleveland, Ohio, be a common carrier?

Mr. NELSON. 1 think it would if it operated on a regular
route.

Mr. HARDING. Would a vessel which made a specific char-
ter for a cargo from one shipper be a common carrier under the
provisions of this bill?

Mr, NELSON, I think it would likely be so held,

Mr. HARDING. That is a very important question.

Mr. NELSON. The Senator knows that in reference to inter-
state commerce in connection with railroad traffic we have not
held that those who own a small piece of road are immune from
regulation.

Mr. HARDING. In order to bring out the point which is in-
teresting me, suppose a vessel should charter a special cargo of
cotton goods at New Orleans to be carried to New York, and the
conditions were such that that vessel could offer an extraordi-
narily attractive rate to secure the cargo. Under the provisions
of this bill could that vessel be made to hold to that rate except
under permission of the shipping board?

Mr. NELSON. It would have to have a rate fixed, and adhere
to it; and it could only be relieved from it by the permission of
the board, as I construe the bill.

Mr. HARDING. Then, a tramp vessel plying from one Ameri-
can port to another can not pick a cargo to its advantage as it
may choose?

Mr. NELSON. I think not.

Mr. President, as I said a moment ago, I have aimed to dis-
cuss some of the more important features of this bill. I have,
I think, demonstrated that it will be utterly impossible to pro-
cure any additional shipping in any direction for the next two
years. So that in that respect in going before the American
people and holding this measure up as a piece of great construc-
tive legislation and in telling them that the bill will provide
more ships, when as a matter of fact it will provide no more
ships within the next two years, our Democratic friends are
at least not adhering strictly to the facts,

In reference to the shipping bill which was pending at the
last session of Congress and which was defeated there were
many good people in this country who entertained the suspicion
that the purpose of the bill was to buy German interned ships.
A provision has been inserted in this bill preventing the ac-
quirement of such vessels; but whether at the other end of the
Avenue that exclusion is approved we do not know. Mr. Presi-
dent, we hardly know where we stand on any important legis-
lation in this Chamber until we know whether it has Dbeen
ratified in one form or another, either in advance or subse-
quently, at the other end of the Avenue.

There are other features of this bill—and I grieve to note
them—to which serious objection can be taken. Since I have
been a Member of this body T have never been possessed of that
partisanship that distinguishes between the North and the
South. I have been always as anxious to help the people of
the South in reference to river and harbor improvements and
other matters as I have the people of the North. This bill
originally not only included the Great Lakes, but also the rivers
of this country, especially the Mississippi River, But a loud
cry came from the people of the Southern and Gulf States,
from New Orleans and other points, to omit inland waters
from the provisions of the bill. “ For God’s sake,” they said,
“we are trying to build up shipping on the Mississippi River.
Do not hamstring us in the bill.” So the Committee on Com-
merce has dropped out of the bill the reference to the inland
waters. I can see no more reason for exempting the Mississippi
River from the regulative features of this bill than for exempt-
ing the Great Lakes. Why should we put the traffic of the
Great Lakes in a regulative straight-jacket and then make
navigation on the Mississippi River perfectly immune? 1t is
such discrimination that, to my mind, gives this bill rather
more of a partisan flavor than it ought to have, I live near the
headwaters of the Alississippi River. None of my people have
sought immunity for the upper end of the river, so far as I
know. The demand came from New Orleans and the lower
river. Their prayer was heeded, while the Great Lakes were
given the cold shoulder.

There are some features of this bill which T may discuss by
and by. I am simply aiming now to draw the attention of the
Senate to some of the most radical and dangerous features of
the bill, to the end that Senators may see into what a gulf they
are about to leap if they adopt this measure. However, I sup-
pose the inexorable mandate has come from above, the mandate
which has carried so many peculiar schemes through Congress,
and that this bill, right or wrong, must be passed because our
Democratie friends want to go out on the stump and say, “ See
what a great volume of constructive legislation we have passed
under this administration.” If they go out on the stump and
tell the truth about this bill, if it becomes a law, they ought to
say, “ Gentlemen, we have passed a ship-purchase and ship-
operating bill, but it is not possible to get any additional ship-
ping under the present conditions for the next two or three
years.” However, they will not tell the people that, but they
will have given them another Democratic dose of paregoric.

Mr, CLAPP, Mr. President——
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The VICH PRESIDENT. Does the Senator from Minnesota
¥ield to his colleague?

Mr, NELSON. 1 yield.

Mr. CLAPP. While my colleague was pointing out the fact
‘that the framers of the bill left the Mississippl out and included
the Great Lakes, I want to remind him also that they have
limited the most restrictive provisions, those that will interfere
the most with the operation of navigation, to a class that in-
cludes the Great Lakes, for section 19 only includes those car-
riers that are defined on the top of page 2 as common carriers
by water in interstate commerce, including in express terms “ on
the high seas or the Great Lakes.” Not only have the Great
Lakes been discriminated against in that way, but they have
been further discriminated against by imposing the restrictions
which, as the Senator has so plainly pointed out, will almost
absolutely paralyze the navigation referred to in that part of
the bill directly affecting the commerce of the Great Lakes,

Mr. NELSON. The Senator is undoubtedly correct. It would
work a great hardship on the shipping of the Great Lakes, a
great deal of which is carried on by tramp steamers.

Mr, FLETCHER. Mr. President—

The VICE PRESIDENT. Does the Senator from Minnesota
¥ield to the Senator from Florida?

Mr. NELSON. 1 yield.

Mr. FLETCHER. 1 desire to suggest that the Senator will
scarcely classify the Great Lakes along with the rivers and
inland waterways of the country. The Great Lakes would corre-

- spond more nearly to the Gulf. They are high seas in effect and
commerce carried on there is foreign as well as domestic. It
is not only coastwise, but it is foreign commerce. I can not see
any sort of reason for placing the Great Lakes on the same
footing as the rivers and inland waterways of the country so
far as the regulative powers of the shipping board are con-
cerned. On the contrary, they classify naturally with the coast-
wise and foreign shipping, because they are used not only for
coastwise and domestic commerce, but for foreign commerce as
well.,

Mr, CLAPP. Yes; but foreign commerce would not fall under
the restrictive provisions of section 19, except the foreign com-
merce on the Great Lakes. That is the point I was getting at.

PROPOSED MISSISSIPPI VALLEY NATIONAL PARK,

Mr. KENYON. Mr. President, there seems to be nothing
more to be said on the shipping bill after the conclusion of the
remarks of the Senator from Minnesota [Mr. NeLson], and I
desire to take just about 10 minutes on another bill which has
been introduced in the Senate looking to the establishment of a
national park in the Mississippi Valley.

On a bright day in the summer of 18035, near McGregor, Iowa,
and almost across from where the Wisconsin River empties its
volume of water into the majestic Mississippl, Gen. Pike, of
the United States Army, stepped from his little boat, climbed the
rugged hills, and planted the Stars and Stripes thereon. - It was
the first American flag ever raised over the Northwest territory,
and ever since the spot has been known as Pikes Peak.

On his return Gen. Pike recommended to President Jefferson
that a fort be bullt at or near the place. Across the river, at
Prairie du Chien, in pursuance of this recommendation, was con-
structed Fort Crawford, and in the immediate vicinity of Pikes
Peak. Possibly no fort is more famous in American history.

A century before Pike planted the flag on the bluffs of the Mis-
sissippi Father Marquette and Louis Joliet drifted down the
Wisconsin River and discovered the upper Mississippi. Later
Father Marquette described the wonderful scenery at this point
to King Louis as “ inexpressibly grand.” Few places of our
national territory are so pregnant with historic interest as is
this stretch of the Mississippi River. Fort Crawford has been
one of the inspirational points of our history.

For a time in 1812 the union jack floated over it, but it was
the last union jack to float on American territory.

It was here Zachary Taylor, subsequently President of the
United States, was commander for some years,

It was here the love story of Jefferson Davis and the daughter
of Taylor was woven out of their lives. Taylor is said to have
been opposed to the young lieutenant because he was an Army
officer.

It was here Blackhawk, the great Indian chief, was brought
captive.

" Here often came Ulysses 8. Grant, and here he served.

At Fort Crawford Abraham Lincoln, volunteer in the Black-
hawk War, received his honorable discharge.

From this place, in 1858, marched, under Gen. Albert Sidney
Johnston, the last garrison from the plains and on to the
Golden West.

The bluffs and woods around McGregor have been scenes of
many Indian conferences; many Indian treatles have been

slgned there. Indian graves and relics are found to this day.
This was the home of the Indian, the hunter, the trapper, the
trader, the soldier.

The great advance of progress has not obliterated all those
mementos of early times and prehistoric days. On the hills are
found prehistoric mounds of the earlier races—so interesting
and so important from an archsological standpoint that Prof.
Phoeba, a member of the London Archmological Society, once
expressed the opinion that this region should be preserved from
commercialism on account of these historic mounds, and ex-
pressed wonder that the American Government had taken no
steps to preserve them ; that this group of mounds were the most
valuable to the archwologists of any group of mounds in
existence.

Maj. Byers once said:

I have seen the Rhine and the Po, the Danube and the Hudson,
the Tiber and the Rhone, but on none of these have I seen such entrane-
ing beauty as on the Mlmsslﬁpi between Dubuque and St. Paul. If
anyone should ask you what the most beauntiful water scene in all
America, answer, It Is from a high bluff above the Mississippi at
McGregor, lowa. There is a point just near to the little eity that is
called Pikes Peak. I climbed up there the other morning with some
friends, and after emerging from the wood of lendid oak trees we

nuddo.niy beheld a scene such as one rarely witnesses in any land
beneath the sun.

The mighty Mississippl lay 400 feet bel weepl in all its
majesty tigd t{m oms:. pp[.uol{ln upstream or‘:o;" o:r putlr]n{ thel river
seemed like a chain of little bright islands and lakes extending as far
as the eye could reach. The islands were covered with verdure and
hemmed in by oceans of pond lilies. Winding among the islands or
dividing itself off into different channels or curves swept the great river,
calmly, majestically, just as it has been doing for ages.

Right and left from the lofty bluffs where we stood were other
forest-covered bluffs almost as high and beautiful. posite us, and
beyond the river 5 miles away, stands the Wisconsin wall of the
river. At times the bluffs there, too, are high and gicturesque. But
here at McGregor the supreme grandeur is on the lowa side. Just
below the peak where we stood the beautiful Wisconsin River pours its
waters into the Mississippl.

Those things in themselves, from a historical standpoint,
should eall for the preservation of this portion of our country
from the ravages of commercialism., It should be preserved,
also, because of its picturesque and rugged beauty. There is
no national park in the great Mississippl Valley. Millions of
people live within a radius of 250 miles of this proposed park.
These people can not visit the Yellowstone. This is as near like
the Yellowstone as can be found. It would become the great
playground of the Mississippl Valley—a place where thousands
would turn for a little rest and recreation from the harassing
hurly-burly of our commercial existence. The traveler will view
the pictured rocks, the bluffs rising in majesty 400 feet above
the Mississippi as it winds peacefully on its course to the sea,
little islands with green verdure encircling a lake within the
river, dotted with pond lilies—a panorama of dazzling and won-
derful beauty. There is no more beautiful spot in this country.

Mark Twain, in “ Life on the Mississippi,” once said, concern-
ing this part of the river:

The water is a beautiful olive green. The majestic bluffs that over-
look the river charm one with the grace and variety of their forms and
the soft beauty of their adornments. And then youn have the shining
river, winding here and there and yonder; its swee'r interrupted at in-
tervals by clusters of wooded islands threaded by silver channels: and
you have glimpses of distant villages asleep upon capes; and of stealthy
rafts slipping along in the shade of the forest walls; and of white
steamers vanishing around remote points. And it is all as tranquil and
reposeful as dreamland, and has nothing of this worldly about it, noth-
ing to hang a fret or worry upon.

Prof. Brown, curator of the Wisconsin Historical Museum,
has taken great interest in the scenery along the Mississippl,
and some years ago expressed himself:

In common with many other persons, I have for several years
thought that steps shouldy be taken to provide for the preservation to
th:cg,]hllc of the widely known and appreciated beauty spots, Pictured
R and Plkes Peak.

Prof. Trowbridge of the Geological Department of the State
University of Iowa pronounced it the most picturesque spot on
the river.

This has been called the Switzerland of the Mississippi Valley.
It is the duty of the United States to preserve these beauty
spots. National parks are national assets. Cities have dis-
covered the wisdom of playgrounds as breathing spots for their
people; as a Nation we have recognized the duty to preserve our
lakes and forests and waterfalls and geysers and canyons. Peo-
ple are awakened to the value of these things. Our people spend
vast sums of money in traveling in foreign countries. Our
beauty places would attract just as much as those of foreign
countries. These places make for happier lives, more poiseful
existence, better homes, better men, better women, better citizen-
ship.

I trust the people of the Mississippi Valley may awaken to the
great possibilities in this proposed national park and lend their
assistance to a successful conclusion of the project. All that is
asked in the bill is an investigation by the Government of the
proposition,
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THE MERCHANT MARINE.

The Senate, as in Committee of the Whole, resumed the con-
sideration of the bill (H. R. 15455) to establish a United States
board for the purpose of encouraging, developing, and creating
a naval auxiliary and naval reserve and a merchant marine to
meet the requirements of the commerce of the United States
with its Territories and possessions and with foreign countries;
to regulate carriers by water engaged in the foreign and inter-
state commerce of the United States; and for other purposes.

Mr. FLETCHER. Mr. President, the Senator from Iowa has
suggested that perhaps there is nothing more to be said on the
subject of the shipping bill. If that is so, and the other side
is ready to vote on it, I sball not weary the Senate with any
remarks on my part. I presume, however, that that observa-
tion was rather more facetious than otherwise, and that there
will be further discussion of the measure by those who are not
in favor of it. Perhaps, In view of that, I would be justified
in taking up a little of the time of the Senate in giving some of
the reasons which prompt at least some of those who think the
pending legislation desirable and efficacious.

EE]i’PING BITUATION IN 1914 AND NOW.

In order to get a proper starting point in this diseussion, it
seems to me it will be worth while, at the outset of the econ-
sideration of the pending bill, to take stock of shipping condi-
tions as they existed prior to the commencement of the Euro-
pean war and as we find them to-day.

The tonnage under the American flag registered for the for-
eign trade, exclusive of the Great Lakes, on June 30, 1914
comprised 2,405 vessels of 1,076,152 gross tons.

The corresponding tonnage on March 31, 1916, compriscd

2,081 vessels of 2,004,534 gross tons.

American tonnage enga,f:ed in the coastwise trade on June 30,
1914, was 24,538 vessels of 6852536 gross tons—this includes

Foreign-built ships admitted to American registry under the
ship registry act of August 18, 1914, up to date number 184,
of 622,035 gross tons. 1t should be noted, however, that from
March 4, 1915, to March 31, 1916, 128 vessels formerly under
the American flag, of 61,342 gross tons, have been sold to for-
eigners. I attach a list of them, which I ask leave to insert
without reading.

The PRESIDING OFFICER (Mr. Norris in the chair),
Without objection, it is so ordered.

The matter referred to is as follows:

American vessels of 500 gross tons and over sold to alicas from July 1,
1014, 1o Mar. 31, 1916,

& orek Dato of
Rig. Name. s ?’.;f“ Home port. (:;!:r-
ter).
1914,
Steam screw...| Matoa!.........| 2,311 | British...... Duluth, Minn. ..| Sept. 30
Paie s William Henry | 3,781 RIS 3
Mack.
1015
dE ot Peck....|180| Do Doei. Mar, 31
Rosefield. ..... 685 | Spanish..... Mobile, Ala.....| June 30
g e 2,325 | British_..... Dulath, Minn, .. Da.
Cecilla Sudden..| 643 |..... Gooiltl) S8an Francisco, Do,
Cal.
Oceana i New York, N, Y.| Bept 33
Iona Tunnell d .
Atlanta....
.| Moravia.. ..
B. L. Penning-

Omgnn
Morris Adier.
White Wings...
Panuco........-

8,406 vessels of 2,882,922 gross tons on the Great Lakes. Tuxpan......... 860 |.....do..... -snes}, . Do
The coastwise tonnage on March 31, 1916, comprised 23592 7. H. Wade 63 | British
- .H. Wade.....| 1,863 | British__.... Cleveland, Ohio.| Dez, 31
vessels of 6.346,825 gross tons, This includes the vessels on the Do... M. 8. Dollar, .... 4,216 |.....do sa?awrr;!ﬁclsolc: Do.
Great Lakes—2.981 of 2,094.534 gross fons. J - Cal.
1t will be clearer if stated in the following fashion: DO..covnaeen o R 6,034 | Norwegian..\.....do = B
7 1016,
Enrolled and licensed vessels. Barge.......... Transcontinen- 503 | Mexican....| Morgan City,La.| Mar. 31
Regist tal Petroleum
XOaSALE Grand total. No. 7L A
Great Lakes. |Other coastwise .| W. B. Morley...| 1,747 | British...... Ogdensburg,| Do.
Date. : N. Y.
Do.
Num-| Gross [Num-| Gross |[Num-| Gross |Num-| Gross m'
ber | tons. | ber. | toms. | ber. | toms. | ber. | toms. Do.
Mani Do.
June 30,1014 | 2,405/ 1,076,152| 3,406| 2,882 022( 21,132 3,060, 614| 26,043 7,028, 683 Tip el Calon3.......... 1,530 | British | New Yorg, N.Y.| Do.
Mar. 31,1016 | 2,981| 2,094,534 3,070| 2,751, 240 20,522| 3, 505, 585 26, 373| 8, 441,350
Tothl 39| ioiitonoo ) 54, 676
Lossequals.|......loeeeeeeee. nsl m,sa% [T S vessels
The monthly additions to the American merchant fleet during SUMMARY.
the current fiscal year from construction in American shipyards :
and from the admission of foreign-built ships to American reg- Flag. Gross tons. o??:;s'{ﬁ;
istry under the ship-registry act of August 18, 1914, are shown "
as follows:
Bl
Bullgtlgtgs_njted Foreign built. Total. 8. 481 2
2,687 2
Month, { .{Ng g
Nuom- | Gross | Num- | Gross | Num- | fiross 1’875 1
ber tons. ber. | tons. tons. .
1 This vessel was renationalized in July, 1915
:Behoo er-barge.
130 | 16,565 2| 2,010 41| 19,475 3 This vessel was employed on the Pacific coast.
04| 15,410 4 | 12,509 98| 23,00
& | 14,301 s|1me|  &| 280m WHESE REEROTHD:
88| 17 368 8| 19,467 96 835 Great Lakes: 13 vessels, 22,338 tons.
| 23841 3|6 73| 30'1e3 | Atlanticcoast: 10 vessels, 17,854 tons,
a2 | 200807 [t )ees 32| 20.307 | Pacificcoast: & vessals, 14,481 tons.
Mr. FLETCHER. This list indicates that “ private enter-
January 48| 26,408 1 707 49| 27,115 | prise” is not purticularly attracted to the flag. If a good op-
February 44| 32,562 3| 7,006 47| 39,658 | portunity offers to dispose of a vessel or there is any reason for
Mureh ) e 1| 1,388 lﬁ g’g operating under a foreign flag, the idea of sdding to an Ameri-
14| srsst| 77|i826a7 121| 8oloss | can merchant marine under the American flag influences very
little, If at all, One American concern operates a line of ships,
Total..coneumnnsnnsenanens 907 | 269,005 34 | 80,468 | 041 | 370,433 | )] American owned and financed. Six of their ships operate

Our tonnage in foreign trade has just about doubled since

the commencement of the war. Our tonnage on the Great
Lakes shows a decline of about 130,000 tons, steam vessels on
the Great Lakes having been brought through the Welland
Canal to the seaboard to engage in foreign ocean trade, and
this movement still progresses; and, finally, upward of 300,000
tons heretofore engaged in our coastwise trade on the seaboard
have gone into the foreign trade,

under the British flag and three under the American flag, trans-
ferred since the outbreak of war. Two of their ships were sunk
by German cruisers. All 11 were under British flag, but Ameri-
can owned before the war, (P. 116, Senate hearings.)

The tonnage required for our over-seas trade is six to ten
million tons. (P. 37, Senate Hearings.) Six million gross tons
would supply about 60 per cent of present requirements for
handling our foreign commerce (p. 223, Senate hearings), is the
view of the Commissioner of Navigation.
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At the beginning of the European war we had 2,405 vessels
of 1,076,152 gross tons registered for the foreign trade. Some
300,000 tons went from the coastwise into foreign trade. Six
hundred and twenty-two thousand and thirty-five tons came
into American registry.

S0 now we have 2,981 vessels, of 2,004,534 gross tons, under
the American Aag registered for foreign trade, being about one-
third to one-fifth of what we require.

The over-seas trade of the world demanded in August, 1914,
about 45,403.877 gross tons of merchant shipping. This was the
world’s steam.tonnage, June 30, 1914, The United Kingdom
had 8,587 steamers, totaling 18,892,089 gross tons—over 40 per
cent. The United States had a little over 2 per cent—1,076,152
tons.

There were other British ships, I presume not steamers,
bringing British gross tonnage to 21,045,049, .

It is estimated that only about 12,000,000 tons are now avail-
able—about one-third of the world’s demand.

If the Government supplied. under this bill, 500,000 tons of
merchant shipping—though 700,000 tons is more correct ac-
cording to Mr. Marvin, page 18, Senate Hearings—it would be
from 5 to 8 per cent only of what we need. 1t is difficult to see
how that, even if put into competition with privately owned
-ships, should discourage private enterprise.

Such men as Mr. Franklin, representing large shipping in-
terests, concede that if section 5 of the bill laid the emphasis
on naval auxiliaries and Army transports rather than on
“ commercial requirements,” and provided they should be leased
or chartered to private concerns, “ it would take away from
this bill the principal objection, according to my understanding
of the steamship interest.” (Pp. 105, 110, Senate hearings.)
He says further, “A constructive and upbuilding board would be
beneficial to the interests of this country.” (P. 106.)

He also said, “In a general way, we have no objection” to
the powers given the board (p. 91) with respect to the reg-
ulatory features. :

I mention this particularly in response to the argument of the
Senator from Minnesota [Mr. NeLson] that these regulations
would be unfair and prejudicial to the upbuilding of a merchant
marine. I regaord Mr. Franklin as one of the best-informed men
in this or any other country on the subject of shipping and all
problems connected with it. I believe, too, that while he is
identified with the shipowners’ side of the question he is public-
spirited and sufficiently broad-minded to keep in view as well
the publie interest.

It is conceded our shipping facilities are wholly inadequate.
It may be granted that our merchant marine in foreign com-
merce is being augmented. It is really astonishing how slowly
that has been going on, in view of the enormous profits of the
shipping business. A considerable portion of that increase is
due to the building of tankers, barges, and ships for and by par-
ticular interests to serve their own purposes.

It must be remembered that nearly one-third of the product
of our mines, fields, and factories is surplus and must find mar-
kets abroad. This surplus will inerease. There has been an
increase in our exports, exclusive of munitions, during the war
in Europe. Our foreign trade has been growing under normal
conditions and will continue to grow from the very necessities
of the case. It becomes important to treat it fairly by remov-
ing insuperable obstacles. It would not be going too far to en-
courage it a little. Without facilities for our sea transportation
it must fight a losing battle. The Government can help some-
what toward the establishment of a merchant marine for the
United States, without deterring individual enterprise, but,
rather, assisting in the development of fields and routes and
by regulations and a grasp of conditions which will contribute
to foster and aid individual effort. We can not afford to build
walls about the United States—one with no gates opening in-
ward and the other with no gates opening outward. If there
must be walls they should have gates opening both ways.

The protective tariff affords one wall. The coastwise monop-
oly affords the other. We could not prosper at all without open-
ings or gates or depressions in these walls,

One-third of our products must go to foreign markets,

We are obliged to have raw materials w«nd manufactured
products.

Ships must not go loaded and return in ballast.
liave cargoes both ways.

It is good Democratic prineciple to favor competition in our
markets from abroad. We can find markets abroad for our
surplus by increasing our sales abroad, and we will do that by
increasing our purchasers abroad. We ean not well do either
if there are not adequate means of ocean transportation.

If the world's earrying power is insufficient, the volume of the
world’s over-sea trade must be reduced.

They must

The same is true of any couniry in the world.

The United Kingdom has taken steps to restrict her imports
now because of her lack of merchant ships. To-day 67 ships
must do the work of 100 for the United Kingdom, and-21 to 24
of these are neutral foreign vessels.

THE WORLD SITUATION.

On June 30, 1914, Lloyd’'s Register gives the following as to
merchant shipping in the countries named:

British, 11,328 ships, 21,045,049 gross tons; Belglan, 182 ships, 352,-

24 gross tons; French, 1,570 ships, 2,319,438 gross tons: [talian,
1,160 ships, 1,668,296 gross tons : Japanese, 1,103 ships, 1,708,386 gross
tons; Russian, 1,254 ships, 1,053,818 gross tons; total, 16,603 ships,
28,147,111 gross tons.

To-day it is estimated that in German, Austrian, and Turkish
ports merchant ships of the allies numbcr 143, of 225,802 gross
tons. There have been sunk or seriously disabled 330 merchant
ships of the allies, of 1,065.869 gross tons.

Cruisers, mines, and explosions have sunk or disabled 179
such merchant ships, of 495922 gross tons, making a total of
casualties and out of business 652 merchant ships, of 1,787.593
gross tons. The Berlin statement brings the total loss for the
war up to July 1, 1,303 “enemy merchantmen,” of 2574.205
tons. This does not include merchantmen confiscated in the
harbors of the central powers, and it appears that 244 neutral
merchantmen have been destroyed, so that it may be fairly as-
sumed that 3,000,000 tons of merchant shipping has been de-
troyed by the central powers.

On June 30, 1914, the merchant shipping of Austria-Hungary
and Germany was as follows:

Austria-Hungarian, 445 ships, 1,055,719 gross tons:; German, 2,388
ships, 5,459,206 tons; total, 2,883 ships, 6,515,015 gross tons.

Now, of these ships in neutral ports there are 763 ships, of
2,877,244 gross tons, and in the ports of allies 627 ships, of
4,297,480 gross tons, tied up.

The shipping of neutral nations June 30, 1914, numbered
11,400 ships, of 14,427,426 gross tons.

Of this number, losses have been suffered to the number of
684 ships, perhaps approaching a million gross tons.

An enormous proportion of British tonnage has been requisi-
tioned for war purposes.

‘ Some months ago it reached 50 per cent. I believe that the
right honorable gentleman would be able to tell us that at the
present time it is very nearly two-thirds of our total tonnage,”
said Mr. Peto in the * Debate on the Address,” February 17,
1916, the particular subject being * Control of merchant ship-
ping,” page 254.

Assuming that two-thirds of 21,055,049 gross tons has heen
withdrawn from merchant marine service, that means 14,036.699
gross tons, Add to that, also out of service, the Austro-Hun-
garian and German tonnage, 6.515,015; add also the total
tonnage destroyed, estimated, 2.250,000; also the losses of
neutrals, estimated, 1,000,000; also merchant ships of allies in
enemy ports, 225.802; and you have a total of 24,027,506 gross
tons of merchant shipping taken from the world's supply, which
approximates, if it does not exceed, one-half of the total world's
tonnage at the beginning of the war. This does not include
137 British steamers frozen up in the White Sea, according to
the debate referred to later (p. 285). Since that debate, how-
ever, it appears these ships have been released, as indicated by
this clipping.

BRITISH SHIPS ARE FREED—TWO HUNDRED RELEASED FROM BALTIC PORTS
BY NORTH SEA BATTLE,
v Loxpox, July 10.

As an immediate result ot the great North Sea battle nearly 200
British merchantment have been released from Baltic ports, according
to the morning papers.

These ships have been Iying idle in Petrograd and other Baltic har-
bors since the outbreak of the war. They haveé passed through the
Cattegat without 'nterference from German warships and have arrived
safely in British ports.

To be sure, since then Japan has increased her tonnage and
we have increased ours, but it is doubtful if such increases
offset the depreciation and ordinary wastage in the total world
supply. Certainly the gaps in British tonnage have not been
filled to any extent, for says Mr. Peto, in the House of Commons
(p. 255 of debate) :

And since the war commenced, although a large number of ships
were in course of construction at the time of the declaration of war,
practically no &Jrogress whatever has been made, and nothing what-
ever has been done to replace the wastage of war by fresh merchant-
ship construction. ey

He further said:

It is most undesirable to hold up to the population of this country
the glowing example of caplital earning tem times the amount in
freight rates that it was earning before the war commenced (p. 259).

And Mr. Balfour, the First Lord of the Admiralty, suid:

The rates are, as has been truly said, not only high but preposterously
and dangerously high (p. 264).
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It will be remembered that 50 per cent of the excess profits
goes to the Government, and an income tax in addition, making
about 674 per cent of the excess profits.

Mr. Shirley Benn said:

Our mercantile marine, as we all know, has helped to make our
country what it i1s. It has not only made us the great overseas u.rr{i
ing country of the world but it has built up our trade in ports a
over the world., aud has maintained It. Every ship that Is oned
and taken away from the ordinar, ng trade of our coun means
a diminution of our tndmmet{: the Chancellor of the Ex-
.chequer must view with ip.

Mr. Houston said:

( V?Tg’epmd on sghips not only for our Empire but for our existence
p. »

One remedy proposed in this debate was “ the employment of
German ships,”! There was some talk of nurchacing German
ships (p. 288). I have little doubt but the allies would be
glad to have us purchase German ships If they were offered.
This debate gives every evidence of that. It was pointed out
that an expeditionary force takes up 4 tons of shipping for every
man sent out. The general complaint was that 70 per cent of
the British mercantile marine had been requisitioned by the
Admiralty (p. 287), and “ we arr now becoming dependent upon
neutrals for :ur food supply " (p. 278). 8ir Joseph Walton,
however, claimed that * a shade over 30 per cent of the mercan-
tile supply had been commandeered " (p. 203). Argentine, Span-
ish, American, and Italian steamers are being chartered by Eng-
lish shipping firms to ecarry on the work which their own
steamers could do had they not been requisitioned (p. 286).
There are some 2,500 such firms, Apparently shipowners were
not without representation in the House of Commons. This
debate Is very interesting and illuminating. For Instance, Mr,
Hogge says (p. 303) :

From the figures given by the Statist T find that the freights between
the River Plata and the United Kingdom, which In 1914 was 13s. 6d.,
are now 113s, 6d., or an increase of 1,000 per cent. From the Atlantic
grm the Increase amounts to 796 per cent, and that, roughly taking

e all-over figures, the increase is something like 800 per cent above
what they were.

Mr. Hogge frankly said, further:

1 say to the president of the board of trade that If he restricts the
employment of British ships between forelgn perts—of course I know
how It may be excused—what {8 going to bappen? You are not onl
going to lose Invisible exports, but you are going to lose a great deal
more, because iIf the British ships can not carry on that trade, who
is golng to carry It on? ‘1. meotral ships between New York and
Buenos Alres will cut into the trade which has been built up by British
mm{hb! British sagacity, and British shrewdnoess, [t stands to
reason tha

if that trarde by neutrals Is continned for a year or a
couple of { or as lon
will have to fi

as the war lasts, every British shipowner

t for It after the war Is over. The peutral will be In

po on, and he will be able to fight with more muscle and determi-

nation than formerly, because he Is now aceess to a source of

capital which he never had before, but wlﬂch 1 enable him not only

to maintain the trade but to buy new ships and trade under better con-
ditions and offering better terms (p. 303).

He reasons that—

America -* * * will probably be one of our greatest financial
competitors In the future (p. 307).

The president of the board of trade, Mr. Runciman, made
reply, saying, * We are trying at this time to pour a quart into
a pint cup.” referring to the problem of management and con-
trol of merchant vessels (p. 308). He did not care to state the
tonnage of merchant vessels under requisition by the Govern-
ment, but * we may take it that it is a very considerable part of
our mercantile marine,” and he stressed that—

The task thrown upon us is not only that of feeding this country but
of keeplng Italy, France, and Russia supplied (p. 810‘).

Where a hundred vessels were required before the war they

are now attempting to do that same trade with 67 vessels, and
out of that 67 something like 21 to 24 are neutral foreign
vessels (p. 809).
. While the British ships (transfer restriction) act was not
passed until March, 1915, “ We had, as a matter of fact, been ex-
ercising these powers from the first week after the outbreak
of the war,” he said (p. B12).

It is made plain in this debate that one reason why our
grain has fared as well as it has is because we are nearer
Liverpool than the other great grain-producing countries, and
the shortage of ships has up to this time helped us in respect
to food products, because whereas it was 3.000 miles to us, it
was 12,000 miles to Australia, and 6,000 miles to Argentina,
and as one ship had to do the work of two or three in normal
times, it was economy to send that ship here—but note what
Mr. Runciman further said, speaking of the transport depart-
ment (p. 315) :

They certninly managed the requisitioning for food supplies so well
that the only trade in the world where there not n an abnormal
rise in the rates of freight has been that very trade which they for
the time being controlled. Now, in order that that work may be ex-
tended, we have asked them to do for the Argentine and River Plata
trade what they bave done for the North Atlantic trade. In the first

ing w!
231) .

g:n. they have diverted ships in commection with the North Atlantic
de, for it is the nearer trade; you -an make better use of your ton-
nage and get a r amount of goods into this country for a smaller
expenditure of pping. Now, when North Atlantle trade for
various reasons is well supplied, and there are some people in America
who seem to think we can bot go elsewhere, it is just as well that we
should start requisitioning for the River Plata and the Argentine, so
&roddlnx that A‘l}mtine. Australian, and Indian graln woull come
to competition with the grain of the northern States of America.

Is there no food for thought in this for our wheat-growing
friends?

Mr. Runciman further said:

The control (by the Government) of shipping is now so wide and
80 adequate that there is no vessel which can go and trade anywhere
without permission of one kind or another. The last gap in that con-
trol is filled up by the licensing committee having to license vessels,
not only those which run between forelgn u-ipor“' but also those which
run between this country and allied countries (p. 217).

The merchant yards all over England and Scotland have been
“used for naval purposes, while merchant vessels have been
laid on one side,” but 145 vessels are being hurried awny and
another 140 will be declared * war work,” for, he says, “ We
have come to the conclusion that the increase of our mercan-
tile marine is just as necessary as warships,” and he concluded
with an appeal to take no steps that * would cripple us in
adding to the merchant navy, immediately the war is over, so
as to enable us to compete with our competitors and to build
up at once the auxiliary fleet on which now our empire mainly
depends.” (P. 325,)

It is unnecessary to cite other authority to strengthen the
effort we are now making to acquire ships, I am tempted, how-
ever, to quote from another member taking part in that debate,
Mr. Pringle, as follows:

Before the American Civil War, America had a considerable portion
of the Atlantic trade. Bhe lost it during the war and has never got
ftback, ®* * * They will fﬂt it back now. When people speak of
capturing German trade and of the necessity of fighting Germany after
this war they cast thelr eyes on the wrong part of the map. It is on
the other side of the Atlantic that we have te look for dangerous comn-

etition. We may see there the financial center of the workl; we may
here also see our most serious rivals in shipping. The trade hetween
the Plata and New York is now almost entlirely fn Ameriean hands, I
have been told by a man who ought to know that a single firm, which
has practically only got into the trade since the beginning of the war,
has made £1,800, in that time. What is the result? They are
adding to thelr fleet and buying llﬂ‘g! as fast as they can. They
are making great profits,. The United States is not taking their excess
profits, so t they are able to put them into new ships. It is new
ships all the time. What will be the situation at the end of the war?
They will not have a heavy income tax, but they will have all thess
resources; they will be able to carry all these goods for practically
nothing when the British shipowner tries to get back his own trade
and wgen the British shipowner will have to bear an income tax of
bBs. to Ts, 6d. in the pou (An honorable Member : * Plus the super-
tax!") If he 1s lucky enough to earn supertax, Under these condl-
tions will it be possible to regain that trade?

This indicates what our friends across the ocean realize is
the situation on their part and what they assume we will have
sense enough to do on this side.

The remedy declded upon by the Government in February,
on the principle that high freights are due to the fact that the
supply falls short of the demand, was to place restrictions upon
imports. The first lmports to be affected were paper, paper-
making materials, tobacco, dried fruits, furniture woods, stones,
and slates. Orders in council were issued prohibiting the im-
portation into the United Kingdom of any article which came
under the general head of “ luxuries.” Among the articles pro-
hibited were motor cars for private use, musical instruments,
cutlery of all kinds, hardware, cotton and woolen manufactures,
chinaware, fancy goods, and soaps.

SHIPPING COMPANIES' PROFITS. A

‘The Statist of April 20, 1916, gives the following figures:
Frederick Leyland & Co.: For the year ended December 31, 19135,
the profits of this line, after deductin G%?ensen. debenture interest,
and excess profit duty, ete., were £1,441, , on a total capltalization
of 22,814.3%. The fleet consists of 45 steamers, with an aggrepate
gross tonnage of 283,651 tons. It is pointed out that * the directors
t the luss of some steamers, but do not propose making any state-
ment In regard thereto at the present time.”

Elder pe: This fleet consisted of 23 steamers, with an nlﬁ‘gl‘egnte
gross ered tonnage of 72,119 tons. This well-known verpool
company has an authorized capital of £1,000,000. For 1915 it made
a trading %}-oﬂt of £74,947.

British African Steam Navigation Co. (Ltd.) : This company has
a fleet of 88 steamers, with a gross rssg:tered tonnafe of 113,416 tons,
The nnthnrlzgd %hi{%*tggglml is £1,000.000. For 1015 the company
'mljgggr?af,rght‘egt Line: This company bas six steamers with an ag-

te 8S istered tonnage 34,024 tons. The autbhorized share
capital gos:.'ioo, 2%,3 oalwhlcb £300,000 has been issued. In 19135 it
rofit of A61,
mageee: ing to the British Trade Journal of May 1, 1918, the Moor
Line records @ profit of £374,000, of which £150,000 is added to the
mnz%mncy f;mg. £100,000 to reserve, and £65,2560 to pay a dividend
14 cent.
% Thapgllun Line paild a dividend of 30 per cent and carrled £11,800
“ forward.”

The Rederoft Line pald a dividend of 20 per cent, placed £35,000 to
reserve, £55,000 is reserved to cover income tax and excess pmlﬁ: duty,
all on a capital of £100,000,
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Cases are cited in numbers like this—the four-masted schooner
T. W. Dunn, normally worth £1,000, was bought recently for £2,500,
aﬂd chartered for. £5,000 to take to Bordeaux a cargo of lubricating
oil,
Tramp steamers which in normal times weple sold for £30,000 are
now being bought at £80,000 to £100,000 each,

Whereas in 1914, the United Kingdom built 1,722,000 tons of ship-
plnsi!: in 1915, the total was only 649,000 tons.

The British Dominions overseas built only half the tonnage in 1915
they bullt in 1914,

‘I‘h? relsglgf the world built 1,694,000 tons in 1914 and only 989,000
tons in .

Denmark and Norway are about the only countries that added to
their tonnage output in 1915 over 1914,

Mr. Archibald Hurd has shown that between the outbreak of the war
and Jatmaxsr 22 1915, no fewer than 2,193 ahlpsa with a total tonnage
af 3,774,819, have been detained, captured, or estrosed.

To these must be added the ships requlsftioned by Governments for
naval and military work.

It is shown that Australia had a surplus of 3,000,000 tons of wheat
available for export, and up to the end of March only about 500,000
tgnsh:ml.l been shipped or contracted for shipment, owing to the scarcity
of ships.

“The remedles are obvious,” says the British Trade Journal. *“Enemy
tonnage in the allied and in neutral countries should be employed and
shipyards must be kept at work, night and day, and the vernment
must be asked whether some of the requ!sltione& ships can not be re-
leased from time to time to assist the world’s trade.”

Mr. Cuthbert Maughom, in the ?n.artt'r] Review (Londomn), April,
1916, discusses at length ‘“‘the shi Eng roblem,” Indulging in such ex-
pressions as these: “ But the British Nation {s now wide-awake and
realizes at last that an efficient mercantile marine is just as Important
in its way for this country as a m ificent navy"” and “the whole of
the mercantile marine has found a place in the nation’s heart which it
never had before.”

NEED OF AMERICAN SHIPPING IN SOUTH AMERICAN TRADE.

With reference to the subject of our trade with South Amer-
ica, it is one of the most inviting fields, and the demand is that
there shall be some provision made for affording transportation
facilities in order that we may take advantage of the oppor-
tunities which have been created to a very large extent by con-
ditions in Europe, 3

The Federal Trade Commission, which is engaged in an in-
vestigation of foreign trade conditions, recently sent an agent
to several of the South American countries. He found, espe-
cially on the east coast, a number of instances where the lack of
adequate shipping to carry American goods was working great
hardship to the American manufacturer and numerous in-
stances where European goods at the present time are able to
enter the South American markets on much more favorable
shipping rates and with assurance of prompt deliveries.

Investigation made in South America clearly shows that for
a number of years before the war all except one of the steam-
ship lines between New York and Brazil and River Plata ports
have been in a combination known as the conference agree-
ment. The principal feature of this agreement is the payment
of a rebate of 10 per cent on the amount of freight paid by any
shipper who confined his shipments solely to steamers in the
conference agreement. Payment of the rebate is made at
six months’ intervals, the settlement always being deferred for
six months after the period covered by the payment. It was
stated by various informants in Brazil that the conference
agreement ceased to be operative about the first of 1916 for
trade between Brazil and the United States ports. It was in
operation as late as March, 19186, for three of the lines between
River Plata ports and the United States, the three lines being
the Lamport & Holt, Prince, and Barber Lines. Before the war
there were also some other lines in the agreement. The effect
of the conference system of rebates on the shipper, together
with the certainty of prompt and regular service which existed
before the war, was to give the conference lines practically a
monopoly of all transportation of goods between the United
States and the east coast of South America. Notwithstanding
the much lower rates offered by occasional tramp steamers, no
shipper who had regular shipments to make could make use of
them without losing his conference-line rebate privileges, and
s0 being obliged to pay a higher freight on those lines than his
competitors enjoyed.

The power which the “ conference " lines are exercising to-day
in the United States River Plata trade through their rebate sys-
tem in exacting higher rates from shippers who must use their
lines regularly is shown in the following incidents. A shipper
of sheepskins to the United States was offered a rate of $25
per ton on an independent boat. The shipment actually went
forward, however, at a rate of $40 per ton on a conference line
boat, as the accumulated rebate that would be forfeited to the
conference lines would be much in excess of the amount saved
on this shipment. Another shipper, who had a low-grade chemi-
cal product to ship, and who was not a regular shipper, was
able to get a rate of $35 per ton on an independent steamer
instead of the $60 per ton asked for by the conference lines.

" Not only has the trade between the United States and the
east coast of South America been hampered by the practical

monopoly exercised over it by the conference lines by forcing
such trade to pay much higher rates than had there heen com-
petition, but there has been a further burden laid on it through
the diserimination made in giving European goods to the same
ports much cheaper rates over their lines. The following in-
stance illustrates how, even before the war, the conference-
line monopoly of the situation was used to the disadvantage
of American trade. When Brazil granted by means of a prefer-
ential tariff lower duties on certain classes of imports from
the United States, such as cement, an article on which the freight
from Europe was much lower than from the United States at
the time when the preferential duties went into effect. the con-
ference lines raised their rates from the United States to Brazil
an amount sufficient to absorb the advantage which Brazil
sought to give American manufacturers. This action by the
conference lines resulted in protecting the European cement
manufacturers in their control of the Brazilian markets through
their lower freight rates.

Of many examples encountered in Montevideo and Buenos
Aires of the diseriminatory freights in force at the present time
against American trade the following may be cited: An im-
porting firm in Buenos Aires placed duplicate orders for ship-
ments of iron chains, one order going to the United States and
the other to England. Both shipments went forward in Decem-
ber, 1915, over conference line steamers. The freight paid
on the English shipment was at the rate of $13.25 per ton, that
on the American shipment $31.25 per ton. Another firm, im-
porting hosiery, had to pay freight at the rate of $23 per 100
cubic feet for a shipment made in September, 1915, from New
York, while in November, 1915, notwithstanding that there was
a general increase in ocean freight in the interval, a shipment
of hosiery was made from Liverpool at the rate of $15 per hun-
dred feet.

The effect of the high freight rates on the delivered prices of
commodities, especially on those which are bulky in proportion
to value, can readily be understood. Importation of those
articles is restricted to the amount which is absolutely necessary.
And when the freight on the article shipped amounts to from one
to four times the price of the article at point of shipment, and
the much lower rate from Europe is considered, the difficulty of
securing American trade under the present conditions can be
appreciated. And to make conditions worse, there is the diffi-
culty in getting ships to carry American goods, even at the dis-
criminatory rates. ;

Managers of firms engaged in importing goods both from
Europe and the United States gave specific instances of the ham-
pering of their trade in American goods through inability to get
deliveries. They got prompt shipment from Europe on similar
lines still obtainable from there. It was pointed out that various

articles urgently needed for consumption can more readily be

secured at much lower freight rates from Great Britain, France,
Italy, and even Germany—through neutral countries—than from
the United States. As the situation is understood by these men
the control exercised over the British mercantile marine by the
British authorities determines the shipping rates, regulates the
chartering of ships, determines who shall be allowed shipping
facilities, preseribes the extent of their shipments, and enforces
the compliance of certain conditions regarding destination and
the subsequent use which the consignee can make of the goods.
It is widely believed by Americans who are intimately con-
nected with importing houses which are doing a large business
in American goods on the east coast that the measures taken by
the interests which at present control the movement of the
British mercantile marine go beyond the limits warranted by
military necessity and are being used to hamper, in the inter-
est of British foreign trade, much of the American trade that
threatens to become thoroughly intrenched in the foreign mar-
kets.

For example, during February, 1916, a large coal consumer in
Buenos Aires sought to place an order for coal with an impor-
tant American colliery. The American firm named an attrac-
tive price, but was not able to charter a boat which would make
delivery in time. Yet on the same day, in spite of the restric-
tions then in force on the exportations of coal by the British
authorities, the Argentine firm was offered three cargoes of coal
then being loaded in Wales. There was no scarcity of colliers
obtainable to earry British coal. Great numbers of British
freighters are coming out to South America in ballast or with
part cargoes, the high rates on eastbound cargoes paying them
large profits on this one-way traflic. Were some of these boats
permitted to cross the Atlantic to the United States, they could
bring down full cargoes at high rates, and the American ship-
ping situation would be somewhat alleviated. Before the war
the conference lines, when fighting a line of independent steam-
ers, would send out a steamer half loaded from Liverpool to
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«call at New Orleans for cargo taken at a cut-rate freight charge
to Buenos Aires, so as to prevent an independent steamer from
getting a full cargo from the United States to Buenos Aires,
Instead of routing steamers from England via the United States
to-day, the conference lines are constantly cutting down on
their American service by withdrawing steamers from it for
their trans-Atlantic lines.

It is perfectly well known that foreign nations have used
their ship lines for the direct upbuilding of their foreign trade.
German steamship lines have maintained serviee continuously
for years to certain parts of the world in which the existing
German trade did not pay for the maintenance of the serviece,
but the presence of these transportation facilities, the assistance
offered by the steamship lines, and the encouragement of the
German Government have resulted in a rapid development of
German trade into these markets. Thus the steamship lines
were nsed as a medium threugh which the German foreign trade
was directly increased. At Colon one of the finest concrete
buildings is the Hamburg-American’s new structure, just com-
pleted and furnished when the European war came. They were
‘preparing to utilize the Panamn Canal on an extended scale.

Foreign nations which have had large merchant fleets under
their ewn flag have been enabled to take care of their foreign
business during the stress of the war conditions. They have
not only protected the foreign business of their citizens. but
they have been enabled to take full advantage of the eppertuni-
ties for pew business. Thus American exporters have been
informed by British lines running from Canadian ports that
Canadian cargees would be given preference in all demands for
space, and that American shipments would only be taken after
the requirements of Canadian shippers had been satisfied.
Bimilarly the Japanese Government has required Japanese
steamship interests to give preference to Japanese demands for
cargo space, and has-kept the freight charges to Japanese on a
reasonable basis. By these entirely proper and sensible require-
ments Japanese firms have been saved much interruption of
business and have been able to extend their trade over seas. In
the meantime American houses have been unable to obtain
carge space acress the Pacific, and theousands of tons of freight
have been piled on the docks awaiting shipment. (See com-
merce reports fer Sept. 30, 1915, pp. 1528-1528.)

The success of the British export trade in coal depends directly
upon more Tavorable shipping rates to South America, the
Mediterranean, and other markets. Coal is mined in the United
States much cheaper than in either Great Britain or Germany.
1t can be put down on the docks at tidewater along our Atlantic
coast much cheaper than it can be placed on the docks of the
North Sea or the Seuth Wales ports, but the lower freight rates
from Great Britain to South America offset the advantage
which American coal noermally sheuld enjoy. This difference
could be remedied by steamship lines running from the United
States to South America.

What has just been said of coal applies with equal force to
cement. South America, particularly the east coast,
large quantities of cement as well as coal. This is also a heavy
commodity which mmst move on low freight rates, England,
Germany, and Belgium before the wwar had the bulk of the South
American trade, netwithstanding the fact that more favorable
producing conditions in the United States permit American
producers to manufacture cement at equal, if not at lower, costs
than any important Ruropean producers. They enjoyed this
trade primarily because of the lower shipping rates available
from European ports.

In considering the pessible traffic which might furnish
cargoes north and south, it may therefore be understood that
with proper shipping facilities, which would insure regular and
prompt deliveries at freight rates equaling these from
our coal and cement operators would furnish the bulk traffic
southward, which would be necessary for the economical opera-
tion of service. This bulk traffic would assist in keeping the
freight rates low on the higher-grade commodities, such as manu-
factured articles of all kinds, which are certain of a greatly in-
creased sale in South America whenever these markets are
rendered accessible. There is thus no reason to doubt that

plenty of tennage will be offered for shipment south. On the

return voyage it is equally reasenable to anticipate an excellent
business, The United States is constantly buying more and
more of South American raw materials and food products.
This Nation ¢onsumes more than half the world’'s rubber, and
could take the entire produetion of the Amazon Valley. It needs
great quantities of South American hides and wool. It takes
bheavy tonnages of Chilean nitrates. American capital is devel-
oping copper and tin mines in Chile, Peru, and Bolivia. The ore
or mineral from these mines will be shipped to the United States
for refining. Moreover, important American interests have

secured large holdings of iron ore in South America on both the
east and west coasts. In some cases these holdings are
developed. This ore is to be shipped to blast furnaces and roll-
ing mills along our Atlantic coast. Thus rubber, hides, wool,
coffee, nitrate, tin, copper, and iron ore may be relied upon to
furnish an increasing volume of return tonnage.

TRADE WITH SOUTH AMERICA.

The meeting of the International High Commission in Buenos
Aires April 3-15, last, was successful and important in every
I

It brought the representatives of the best thonght and highest
aims of Pan Ameriea into close touch, advancing the social and
business relations while moving toward the solution of economic
and governmental problems.

It gave opportunity for personal ebservation of conditions
and first-hand study of possibilities.

Just a glance at a few general facts suffices to show that, so
far as commerce is concerned, there is existinz a very consider-
able volume between the countries of South America and the
United States; there is in waiting a much larger volume, and the
future holds in store, ready for development, a trade no one
dare estimate in tonnage or in dollars and cents,

Take, for illustration, Brazil, with a population of 24,000.000,
and a territory larger than the whole of Continental United
States; with a climate varying from tropie to temperate; yield-
ing products, including rubber, coffee, cotton, tropical fruits, in
the nerthern and central portion, and grain, hay, and live stock
in the southern; minerals in her mountains, from finest stones
to iron ore, in unexplored quantities,

Her exports in 1914 were valued at $221,469,480 and her im-
ports at $165,556.950.

Take Argentina, with a climate from semitropical in the
north to frigid in the south, and a soil eapable of supplying
every need of man and beast. The luscious grapes of Men-
doza, at the foot of the Andes, contrast with the products of
Patagonia. The wheat, corn, hay, and live stock of the vast
pampas lands, level, fertile, and readily enltivated, constitute
a permanent source of great and expanding wealth.

Her exports for 1914 were valued at $4068,999,410 and her im-
ports at $408,711,966.

The principal cities of these two immense Republics are Rio
de Janeiro, with a population of 1,500,000 and Buenos Aires,
with a population of 1,700.000. Rio is beautiful and pictur-
esque, overlooking her magnificent land-locked harbor and bor-
dering on the Atlantic.

“B. A.,” commonly called for brevity, is beantiful and more
Parisianized, extending along the broad Plata River, which
flows on eastward 150 miles to Montevideo, where it is 110
miles wide, and thence some 15 miles farther to mingle with
the Aflantic Ocean.

We are the largest purchasers of Brazil's coffee and rubber.

We are the largest purchasers of Argentina’s hides and swool.

I need not mention other products.

They need our coal and cemmtmenormousqunntmea. Iam
speaking of bulk traflic mainly.

They need our manufactured products, like cotton goeds,
machinery, wire, and numerous other commoilities.

We have never had our share of this trade. We have never
been in position to cultivate and develop it heretofore. DBefore
the unprecedented catastrophe in Europe the traflic moved enst-
ward across the Atlantic. There were controlling reasons for
that., European capital had invested heavily in these countries.
There were muny European settlers of the best type, with capi-
tal and energy, actively engaged in various enterprises and in
promoting that connection. Means of communication with
Europe were quicker, more certain and efficient than with the
United States. The distance from Buenos Aires to Falmouth,
England, is about 5,700 knots. It is about the same from Buenos
Aires to New York. Ships made regular sailings, covering the
fermer distance in 14 days, while, with some irregularity, it
required 24 days to cover the latter.

Better ships, better facilities, operated to Europe, with a
saving of 10 days' time each voyage; and is it any wonder that
trade moved in that direction?

Again, European branch banks were doing business all over
these countries, while, until the Federal reserve act was passed,
we were unable to establish a branch banking institution whereby
finanecial transactions could be expeditiously handled there.

Now, what is the situation? Old commercial ties have been
gevered. New conmections must be made. Argentina’s wheat is
rotting in the fields because there are mo ships to carry it
Going from Buenos Aires to Mendoza we passed through that
rich pampas country, and I observed immense stacks of sacked
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wheat in the fields, and inquired of the president of the rail-
road company why it was not being shipped. He said:

The railroad can not move it, because we have 700,000 tons now load-
ing down our warehouses and sidings at our terminals, and we have neo
place to put it.

That wheat was wanted in Europe at higher prices than it
had known for years, but there were lacking means of getting
it to market. I found people dredging the river for the coal
which had fallen overboard while the ships were unloaded at
Buenos Aires in past years. It was worth $28 per ton. I
made some inguiry about freight rates, and was told that in
normal times the freight on coal from New York was 18 to 20
shillings per ton—it was now 102 shillings per ton. On belting
and leather the freight from New York to Buenos Alres had been
$7 per ton, but the last invoice showed $40 per ton, and notice
had been given of a further increase of 50 per cent over that.

General merchandise which had paid 18 cents per cubie foot now
had to pay 674 cents, and notice had been given that in 10 days
the rates would be $1.80. Drugs had to pay $1.80 per cubic foot,
plus 35 per cent of value. A contract for cast-iron pipe, sufficient
to lay 400 miles, had just been let to competitive bids. Ameri-
can manufacturers were the lowest bidders, f. 0. b,, but Liver-
pool and London people got the contract because they were
able to fix the frelght rate, and at a much lower figure than the
American concern ¢ould arrange.

No argument is reguired, in the face of these facts, to con-
vince anyone that the real need to enable us to held the trade
we have and extend it is contrel of the means of transportation.

The commerce is there. Our finaneial institutions have taken
hold. The disposition of the people is to establish relations
with us. There are 6,000 miles of high seas between us. The
moving bridge is all that is required. How will that call be
answered?

There are some details which might be borne in mind.

For instance, April here is the beginning of fall in Buenos
Aires. Even though many of the products we grow are grown
there, inasmuch as theirs are ready for market after our sea-
son is over, or vice versa, we are in position to trade in the
same products.

The joint commission accomplished much toward bringing
about uniformity of laws which will assist commerce. The cus-
toms laws, for instance, will doubtless undergo modifications to
the advantage of all the countries,

For example, Brazil imposes a duty on automobiles of $300
per machine, no matter what its value.

We observed in the streets of Rio many fine French and
Italian automobiles, but seldom saw a low-priced American
make,

In Urnguay, that ambitious and prosperous little—as com-
pared to Brazil and Argentina—Republic, full of patriotism, in-
telligence, and progress, with Montevideo, its principal city, hav-
ing a population of about 500,000, and one of the prettiest and
most enterprising cities of the world, the duty on automobiles
is 14 per cent of the value. There we saw many American ma-
chines, and Mr. Shaw, the agent, can tell you the Ford is having
a great run.

American capital is developing copper and tin mines in Chile,
Peru, and Bolivia. The ore or mineral from these mines will
be shipped to the United States for refining. In fact, American
interests have secured large holdings of iron ore on both the
east and west coasts and they are being developed. There are
the nitrates of Chile, also. We want the raw products of every
Latin-American country—they want our manufactured goods.
There would be no difficulty in finding cargoes in increasing
volume both ways—to and from both coasts. Shipping facili-
ties insuring regular and quick service at reasonable rates,
whieh would be profitable, would shift the important routes of
trade from east and west to north and south.

As an illustration of present tendencies and opportunities,
let me instance the alterations occasioned by the European war
- in the usual rontes of Argentine foreign trade since 1913.

I have here a list of articles which indicate the principal
goods and products imported into Argentina from the United
States and a comparison between the years 1913 and 1915,
which T should like to insert in the Recorp without reading, if
there is no objection.

The PRESIDING OFFICER. The Chair hears no objection.

The matter referred to is as follows:

SOME OF THE PRINCIPAL GOODS AND PRODDCTS IMPORTED INTO ARGENTINA
FROM THE UNITED STATES, AND A COMPARISON OF PROPORTIONS BE-
TWEEN THE YEARS 19138 AND 1815,

Coal : Of the total mmlﬂlsmmbadsmtmfnrnhhedia
Wmtxnd!n 1915 25.6 per cen
mﬁng:ﬂth?n (imlgure) : The United Btates furnished in 1913 85.6 per
This decrease Is due to the fact that in 1913 Mexlco furnished 11.1
per cent and in 1915 58.8 per cent,

Hydraulic m*nemsummmmmmuwm
and o 1915 9.1 per cent.
cent and in 1915 265

Galvanized iron, in 1918 4.7 ge'l‘
Pig and sheet imn. in 1918 cent and in 1915 ?8 cellt.
Bteel ralls, In 1913 26.1 and in 1915 61.7
various 8) 2 The United Btates urnlshed in 1913
135 cent and in 1915 31.9 per ¢
Automob o 1913 19.3 ger cent auﬁ in 1915 73.1 per cent.
Most of the raﬂway material, ineluding rs.ilwn wasuns and loco-
Wire and cable for electric p ur]%oaas nited Butes furnished in
1913 2.5 per cent and ln 1915 14 cmger
an
Iron girders, In 19 cent and in 1915 41.3 per cent.
Cleaned ri in 1913 p: cally no and ({n 1915 11,1 per cent.
30 per 918 to 62 per cent in
1915, m,pangTbe uu no dotbt hvon:d Cnmd
mpﬂedinlm.s%ipucentsndm
1915 41.8 per cent
&:are parts
3}“-“! and automobiles, in 1913 4.4 cent and
in 8,8 per i i
otlx.inlﬂls 568percentmd!n1m.5 50.6 cent.
nt and 1:\1 1915 80.9 per cent.,
and in 1916 180£Leent

Machinery (
Rallwsy material, in 1913 per cent and In 1915 8 per cent.
motives, have been obtained from the Un!ted KI
Wrought iron, in 19 13 l a tn 1915 10 per cent.
sEruce. in 1 13 ﬁﬂ.ﬁ per cent u:d in 191 81 3 er cent.
mm;,m1ma1mmtmmmmam
per
1913 233 sndlnlﬂssa.'l'parmt.
h: 1916 38.4

ﬁncﬂmlly “noth
B un cotton : 'I.’an ched, in 1913

Blu‘l twine, in 1913 92.2 per cent und in 1915 99 per cent.
Imn pl es other than Fa venized : United States furnisbed omly 7.6
ut this is lnrm: due to the more favorable freight rates and
t:ilities ot the Unitad
Household utensils, in 1918 4.1 per cent and in 1915 14.2 per cent.
hing machines, in 1913 63.1 per cent and in 1915 80.1 per cent.
This falling off is due to the increase from Canada, which has gone from
practically nothing in 1913 to 37.6 cent in 1915.

Iron and steel manufactures, in 1913 14.1 per cent and in 1915 14.5
g:r cent. The United Kingdom suprpuyig most of this material un-
uhtedly because of better shipping faeil and more mmmhle rates,
Steel fishplates, in 1913 20 er cent and 1n 1915 70. Qg)er
Cotton goods, in 1913 cally nothing and in 191 8 per cent,
Bolts and nuts, in 191 3 per cent and in 1915 43.5 per cent.
Plows, in 1913 91.8 per cent and n 19156 97 per cent.

Planos, in 1913 4.8 per cent and in 1915 31.3
’aper for printed matter, in 1913 0.8 per cen

Ha‘lt. in 1913 practically nothing and in 1915 32.8 fer cent.
Sewing machines, in 1913 59.2 per cent and In 1915 89.5 per cent.
Tin plate, in 1913 %Jaer cent and in 1915 70.5 per cent.
Cotton oil, in 1913 cent and in 1915 99.2 per cent.
u]%ymunos ctmd electric motors, iIn 1918 practically notking and in 1915
per cant.
Copper manufactures, in 1915 11 4 per cent and in 1915 19.5 per cent,
'Un eached cotton goods in 1913 2.7 per cent and in 1915 4.3 per
cent. .
wa{ material, in 1913 nothing and in 1915 5.T per cent.
Boile: n 1913 1.4 per cent and in 1915 9 ?er cent.
arn, in 1913 0.1 cent and 191131}percent.
Glassware, in 1913 n udhl-e and in 1915 5.8 per cent.
Colored cotton goods, 1918 negligible and in ‘!915 6.2 per cent.
Electrical material, in 1913 negligible and in 1915 4.1 Eer cent.
Boots and shoes, in 1913 43.7 per cent and in 1915 61. cent.,
Bteel ingots and sheets, in 1913 2.9 per cent and in 1915 47.3 per
cent.
Staves and empty casks, in 1913 889 per cent and in 1015 91.7 per

cent.
Iron and steel wire other than galvanized, in 1913 402 per cent and

in 1915 93.7 per cent.
Iron colmlm in 1913 6.3 cent and in 1915 521 ger
Painters’ colors, in 1913 17.3 Fer cent and in 1915 2 gm’
Racks for packing meat, in 1913 and in 1915 329 pe‘l:' ‘cent,
Motors, various kinds, in 1913 53 cent a.nd in 1915 70.2 per cent.
Of the exportn from the United States took of the total

as follows :
Maize, in 1918 I.B&)er cent and in 1815 2.1 ﬁ
Linseed, in 1913 10.2 per cent and in 19135 7 per cent.
Woel, 1n 1913 74 mntn:ndlnlﬂl.’.’» “lfer
ozen beef, ble and in 1915 per cen
Ba.tl:oﬂ. n:andmwh!ﬁ 1918 16.6 per cent and in 1915 T1.5 per

Dr.voxandcnwhl.des.1n1918501"percenta.ndin191512.1per

Tallﬂw in 1913 n llgih.lc and in 1915 1.7 per cent.
hee%nic ns, in 191 cent and in 1915 11.7 per cent.
ed States ls t ]nrgest purchasers of quebracho logs, bu
the expormtlan has fallen off to some extent, no doubt by reason o
the excessive freight rates. The same is true of extract of guebracho,
except that the L‘nimﬂ Kingdom has greatly increased its purchase of
this material. It may be that ments are made to the United King-
dom which find their way to the United States by that route.
Frozen mutton, in 1913 negligible and in 1915 15.9 per cent.
Horsehair, in 1918 25 per cent and in 1915 44.6 per cent.
Goatskins, in 1913 90 per cent and in 1915 98 per cent.
Bones, in 1913 54.6 per cent and in 1915 77.5 per cent.
Sundry frozen meats, in 19 18 0.9 per cent and ln 1915 23, Btpw cent,
Dry horsehides, in 1913 cent and in 1915 94.7 pur oen
Nutria s in 1913 negl ble and in 1915 93.8 per cen
The United States took most of the tanmed sheepskins in 1913, and

fn 1915 98.7 cent,
Casein, in ?311.3 16.4 per cent and in 1915 71.5 per cent.

Mr, FLETCHER. This list shows a very marked increase
in the quantity of imports from the United States to Argentina

r cent.
and in 1915 26.2 per

Colored cotton
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and in the guantity of exports from Argentina to the United
States since 1913.

I have only mentioned some of the principal articles.

I have also resolutions from a section of the Joint High Com-
mission in respect to the necessity of shipping facilities in the
promotion of our trade with Latin American countries. I will
ask to have that inserted.

The matter referred to is as follows:

The United States section of the International High Commission,
after the confereace last .A|im] in Buenos Aires, unanimously joined in
the following report regarding the shipping situation:

WasHineroN, D. C,, May 8, 1916,

So important did the members of the United States Bection of the
International High Commission find the ahlg:ping uestion in South
American countries that they deem it their duty especlally to report the
statements brought to their attentlon by resldents of the countries
visited as well as by members of the commission from the Republics
of Central and S8outh America attending the Buenos Aires conference.

Witheut exception, in every country we found the shlpptng guestltm
uppermost in the minds of Government officials, bankers, and businesa
men. Practically every business man with whom the members of the
commission discussed conditions emphasized the absolute need of greatly
increased ocean tonnage, while the members of the Amerlcan colonles in
ihe various cities sought every opportunity to impress upon the mem-
bers of the commission the importance of action at the carliest moment
to improve conditlons.

It was pointed out repeatedly that under the normal circumstances
;}rm-dlng the war the operation of many lines to Iﬂumlpe:m countries
or both passengers and freight, making the trips In less time than
steamers plylng to the United States, gave Eucope a great advantage
in the sale of merchandise, not only use of the lnﬁer tonnage
avallable and quicker service but because of the lower freight rates

nyed. Representatives >f the American buslness houses declared
ﬁhatﬂ itt would be very difficult to extend American trade with such a

andicap.

As a result of the war, the cost of ocean tonnage to South Amerlcan
ports has increased enormously, and instead of an improvement in the
conditions the fear seems to well grounded that they will become
worse. As an fllustration of present rates, it may be stated that before
he war the rate on coal from the United States to Buenos Alres was
0s. to 20s, per ton; for a considerable time recently it has been 102s,

., and on occaslons the rate has been as high as 120s, As a result coal
has been selling in Buenos Alres at $28 to fso a ton, nearly $25 of this
frlce being represented in freight payments, Before the war it sold
n cargo lots at $7.70 to $8.

Rates on hardware, drugs, paper, and general merchandise have in-
creased in like proportion, and notlces of gen advances approxi-
matlnﬁdﬁﬂ per cent additional were given to Buenos Alres houses about
the middle of April. Even at these prices Immediate acceptance of
cargo space was necessary. We are advised bottoms are avallable in
very much lnrger proportion from Great Britain than from other coun-
irles, and British merchants are enjoylng rates 50 to 70 per cent less
than American manufacturers. The situation as to rates does not obtain
in the Argentine alone but applies in all the countries, A number of
notable cases were brought to the attention of members of the com-
mlssion where important contracts have recentl{ one to Europe, which
would have been glven to the United States, but for the wide difference
of froig-ht rates which made it impossible for our manufacturers to
compe

If was pointed out by the representatives of American shippers in
these countries that very much higher rates to the United States, as
against Burope, serlounsly militate against onr manufacturers in the

urchase of raw materials, which become available to European manu-

cturers at lower cost becaunse of the cheaper transportation. This,
of course, adds to the difficulty our manufacturers encounter in market-
ing manufactured products in competition with Europe.

Amerlecan houses in Brazil and the A tine informed the commis-
gion that they had been notified in the middle of April that a number of
ships now In service from New York to Sonth American ports would
be taken off of thls direct service and would soon make the trip from
New York via Iurope, thus still further restricting a service alread
s0 serlously impalred as to constitute a grave menace to our Sou
American commerce,

The resentatives of all the Governments participating in the
Buenos Alres conference took every cg{:lportunity to urge that the ship-
ging conditions could only be improved on the initiative of the United

tates, They made clear their inability to finance new steamship en-
terprises, but at the same time promised that cooperation would be
given in every way that thelr Governments could aid, It was also
urged upon us that, while the present situatlion constituted a serions
emergency calling for the qulckest possible relief, the development of
the commerce of the United States with SBouth American countrles in
times of peace necessitanted very much greater tonnage than had ever
been avallable, while fast Pamger lines were also essential if in-
creased trade and communication between the countries were to be

developed,

i‘heD?Jﬁnlted States commission does not as a commission assume to
say what remedles should be applied by our Government, but they are
convinced that there is np more vital question affecting our commerce
with the Latin American countries than that of proviglng greatly in-
creased shipping facllities,

Mr. FLETCHER. I also have a copy of a letter from the
American commercial attaché, Dr. Albert Hale, with reference
to a business transaction in Buenos Aires, which illustrates the
difficulties with which our manufacturers must now contend.

The PRESIDING OFFFICER. Without objection, it will be
ingerted in the REcorp.

The letter referred to is as follows:

If tion 1s as one example, I
from American Commercial Attaché Albert I
Alres, made while we were there, to wit:

attach a copy of report
Tale, statloned at Buenos

Arniu 8, 1916,
Curer Buneau or Foneicy ANp DoumMEsTIC COMMERCE,
Department of Commerce, Washington, D. C.
Dear Sim: Shortly after my arrival at this post my attention was
called to the extensive purchases made for several years past and to be
made for many years In the future by the Obras Banitarias de la Naclon,

This organlzation 1s a part of the national Government and has charge
of all the sanltary works, not only in Buenos Aires, hut throughout the
entire country. he purchases made by it in the way of iron plpe,
material for construction work, and machinery of practieally all Kinds
are enormous and its credit is of the bhest. -

Bo-important did I consider the Obras Sanitarias and the opporiu-
nities offered by it that I wrote a report on its activities, which appeared
in Commerce Reports No. 87, April 14, 1915, Although the organization
was known to erican representatives here, I persistently called the
attention of manufacturers’ agents in Buenos Aires to these opportunities
and interested traveling men who visited Buenos Aires.

Public bids are at regular Intervals received for supplies to this
organization. European manufacturers have constantly taken advan-
tage of them, with the result that millions of dollars' worth of supplies
haye been placed in Argentina,

H%Y. and largelfv at my instigation, advertisements for supplies
to the Obras Sanitarias were serlously considered by Ameriean manu-
facturers. One of them quite recently

ut in a bid for suty}lles which
amounted in round numbers to $1,500, . This bid

United States gol

resented prices f. o. b. New York, and also c. i. f. Buenos Aires. The
. 0. b, New York bid was lower than a similar bid of Euroi)mn manu-
facturers, but the ¢, i. f. Buenos Alres bid was somewhat higher, The

engineers of the Obras Sanitarias here were inclined to aceept the
f. 0. b. New York bid, but Insisted on definlte statements as to when
elivery could be made in Buenos Alres.

Here was met an insurmountable obstacle, Cargo space could not
be obtained. The manuofacturers in the United Btates even tried to
purchase vessels for the tonmafe involved, but could not do so. Conse-

uently there seemed no possible way of making the delivery in contract
me, and the blds were therefore mot accepted, the contracts finally
gt}lngi to English manufacturers.

This statement 1s made as a most unfortunate example of the diffi-
culties impeding development of our commerce with Argentina. TUntil
this handica overcome our trade will be only spasmodic. When
regular vessels under the American flag are put into service the hoped-for
development will take lllllacn, and such splendid opportunitics as the
one above mentioned will not be lost to us.

Detailed data can be furnished later, but I feel warranted in referring
to Mr. R. A, Rlesgo, of the United States Cast Iron Pipe & Foun Co.,
of Philadelphia, Pa,, to Mr. J, R. McWane, president of the Amerlean

st Iron Pipe Co., of Blrmlmi'h.am. Ala., and to Mr, Alfred J. Eichler,
representative of the Walworth Manufacturing Co. in Buenos Alres,

Yours, very truly,
(Signed) ALBERT HALR,
American Commercial Attaché.

P. 8—This report is written for two 1tmrposes:

1. To call attentlon to the fact that f. o. b. prices on this bld were
lower in New York than f. o. b. prices of the same character in Europe,
and that the hid was lost not through any higher cost of manufacture,
but through the fact that the lack of a merchant marine under our
control made freight rates so high that dellvery in Buenos Aires at a
price to meet competition was Impossible.

2. To emphasize the opportunity for future contract of this nature
and that they will In many cases be equally unsuccessful unless wo
develop a merchant marine which will be at the service of Amerlean
mannfacturers competing for foreign trade. T

Mr. FLETCHER. Mr. President, some question was raised
by the Senator from Minnesota [Mr. NerLson] regarding the
regulatory features of the bill. Mr. Franklin, of the Inter-
national Mercantile Marine, whom, as I have stated, I regard
as one of the best informed men on the general subject of ship-
ping, has favored the creation of this board and the regulatory
provisions, generally, of the bill. I think they are in line also
with the views and wishes of the National Foreign Trade Coun-
¢il; they are certainly in line, as in fact the whole bill is, with the
revised and final views of the Chamber of Commerce of the
United States of America, and especially as represented by Mr.
Fahey, the former president of that organization. Being a
very strong and influential body of business men, a word from
it would seem to be of weight in connection with a measure
which bears so directly upon the commerce of the country.

In the hearings before the Senate committee appears a com-
munication from Mr. Fahey indorsing this bill. The letter ap-
pears on page 178 of the Senate committee hearings, from Mr.
Fahey to Hon. Josava W. ALEXANDER, the chairman of the Com-
mittee on the Merchant Marine and FPisheries of the House, and
is as follows:

Hon. Josaua W. ALEXANDER,

Chairman Committee on Mcrchant Marine and Fisheries,

House of Represcntalives.

Dear Me, Arexaxper: Owing to the number of things which accumu-
lated during my absence to South America, which required immediate
attention on my return home, I have just had an nlpportunity to get a
look at the shipping bill, in its present form, and 1 want to congratu-
late you on the rrogmss made and the present status of the measure,
In the main, I think it is in excellent shape, and I hope it is going to go
through the Senate Erampny.

As you know, I have never been enthusiastlic over the question of
Government ownership and operation if there was any other way
out. My feellng about it has been exactly the same as your own, but
1 want to say that as a result of what I saw and heéard in South
America, I am convinced that it will be long years before private in-
terests will ever undertake the establishment, especially of the fast
lines, which are needed In South American countrles. hese lines arc
vital to us If we are gglng to hold and develop onr buslness, and we
should have them at the earliest possible moment. 1 therefore hope
that the bill is going to go through the Senate without delay. What
do you consider the prospect is there?

y the way, I would like very much to have a complete set of the
hearings before your committee on the bill. Can you have them sent
to me

With much appreciation of your personal work in advancing the cause
of our mechant marine, and with best wishes, I am,

Sincerely, yours,

Bosrtox, June 2, 1016,

Jonx H. Fanuy.
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There is no diserimination in the bill with regard -to water-
ways found in one portion of the country and not found in other
portions of the country. As the bill eame from the House it
provided that this board should have to do with rules and regula-
tions, and certain control and direction in reference to carriers
on the inland waterways of the United States as well as on the
high seas and on the Great Lakes engaged in the foreign and
- coastwise trade. Tt was represented before the Senate commit-

tee that that would be a useless interference, for the reason that
there is not a great amount of commerce conducted on the in-
land waterways, the rivers comparatively, and the argument
was that we had better first build up that commerce before un-
dertnking to regulate it to any great extent.

There did not appear either before the Senate committee or
in the hearings before the Merchant Marine and Fisheries Com-
mittee of the House that there was any particular need of
regulating these carriers on the rivers of the country, and it
was thought wise by the committee that we should for the
present exclude or drop out of the bill this reference to inland
waterways and confine the regulatory features to commerce on
the high seas and on the Great Lakes. The Great Lakes might
be likened to the high seas, because, in the first place, the com-
merce is not only coastwise but is foreign as well, and they are
immense bodies of water. There is an enormous amount of
commerce carried there and a tremendous transportation busi-
ness conducted there; and although I do not know that any
complaint at present is made regarding the methods of con-
ducting that business there may come a time when regulation
would be in the public interest and desirable.

For that reason that was left in the bill. The regulation,
therefore, by this board is confined to the carriers on the high
seas and on the Great Lakes. Other countries have regulated
their carriers in the respects which are mentioned in the bill
They have even gone so far as to regulate the freight rates.

GOVERNMENT REGULATION OF FREIGHT RATES.

With reference to the subject of Government regulation of
ocean freight and Government ownership of steamship lines, in
addition to what has been said, it is illuminating to quote from
the periodical, Shipping Illustrated, of July 15, 1916:

AUSTRALIA.

The Commonwealth Government has assumed power to control the
movements of Australian shipping, and has also secured authority to
regulate freight charges between Australlan ports.

NORWAY.

The following are the rates of taxation imposed on Norwegian ship-
plnlg under a new law: The proceeds of the tax, the lmposition of
which is due to high freight charged on the transport of grain and
foodstuffs, will be used for the acquisition and operation of mercantile
tonnage to be worked by the State. The tax is based on freights, as
follows (kr. meanine krone=26.8 cents) :

Freights ot 27 kr. apd over, 1.50 kr. per Br. R. T. (meaning net ton).
Freights of 24 to 27 kr, 1.25 kr. per Br. R. T,

Freights of 20 to 24 kr., 1 kr. gr r. .

Freights of 16 to 20 kr., 0.75 kr. per Br. R. T.
Freights of 12 to 16 kr., 0.50 kr. per Br. R. T.
Freights of 8 to 12 kr., 0.25 kr. per E

s’r""‘?“"‘é‘:ﬁ tirely in trade between forelgn ports exempt,
essels enga en ore are
both because they have not been parties to the hug:lng of rates In
home trade and order not to place them in an unfavorable position
as compared with forelgn competitors. Vesselzs e in regular
trade between Norway and forelgn countries, but of which the whole
cargo space is not occupied, will pay:

(gni’?akr.,lkr.ppr rl RT.

On 24 to 27 kr., 0.756 kr. per Br. R. T.

On 18 to 24 kr., 0.50 kr. per Br. it 'C,

On 10 to 18 kr., 0.26 kr, per Br. R. T.

Vessels completed and put into service in Jan and

1016, or later. receive 8 reduction of G50 per cent of the tax: those:

in November and December, 19105, 40 per cent; and those in September
and October, 19156, 20 per cent.

It is apparent that the tax onm Norwegian shipping would amount
practically to State regulation of ocean freight rates, but the most inter-
esting feature of the ta= Is that the proceeds are to be used for the
acqguisition and otperaﬂon of ships by the Government. Such a move-
ment Is wo of especial note in view of the present extensive develop-
ment of the Norweglan merchant marine.

JAPAN,

The ocean llnes subsldy law of January 1, 1910, gives the minister
of communications a large measure of control over the lilnes receivi
subslﬂiﬁ?. which ilnoluc:e:rall of tr_.‘—:; l.zu'g'et n.l:lgl lﬁ ::iumtggr of t.hl:\ll sm
steamship companies of Japan. e most no e instance, per of
Government regulation of ocean freight rates is furnished by .‘ram,

AUSTRIA. °

A large degree of control is exercised h{ the minister of commerce of
the Klng{lom of Austrla over the Austrian steamship lines receiving
State aid. This control extends to method of operation as well as to
frelght tariffs. This State ald takes the form, generally, of mail sub-
vention contracts. The largest ine ﬂyt:et::g the Austrian flag Is the
Austrian Lloyd, and the company has n intimately rehtea to the
Government ever since its establishment—about 1845.

HUNGARY.

The Royal ITungarian Ocean Na tion Co., Adria, is the prinel-
pal steamship line under the flag of Hun . The mail subvention
contract with the Government provides that the minister of commerce
of Hungary shall name the president and vice president of the board of
directors of the company, and grants additional governmental control.

CANADA.

Canada has coniracts for the carriage of malls with g:ractluny every
steamship line calling at Canadian ‘portn. and through such contracts
Canada exercises a marked degree of control over the affairs of steam-
sﬁ%i:;'ollass. See document, Government Ald to Merchant Shipping, pages

GREAT BRITAIN.

The British Government has not attempted to regulate freight rates,
The tax on excess profits bas been Iincreased to 70 per cent, according
to latest information. This may be rpFnrded in the nature of regula-
tion. It is also true that existing mall subvention contracts with the
Cunard Steamshlp Co. provide, amuug other things, that the company
sball not give preferentlal rates to foreigners, and that it shall not
unduly increase rates in general.

FRANCE.

All steamship lines receiving financial aid from the State in the form
of mail subvention contracts give the Government, under such contracts,
a large measure of control over their affairs. For example, these con-
tracts, among other things, provide the manner in which accounts of
the company shall be kept, the amounts to be set aside for depreciation
and reserves.

Mr. WADSWORTH. Mr. President, will the Senator from
Florida yield to me?

The VICE PRESIDENT. Does the Senator from Florida yield
to the Senator from New York?

Mr. FLETCHER. I do.

Mr. WADSWORTH. Will the Senator inform us whether any
other great maritime power grants to any one of its governmental
agencies the power, either directly or indirectly, to fix rates for
foreign commerce?

Mr. FLETCHER. I was just citing these instances, which
practically amount to that ; but I am not doing so because I mean
to claim that uader this bill this board would have any such
power nor because I mean to advocate vesting thls board with
any such power. I am, however, referring to this as indicating
that other countries have gone further than we propose to go
in this bill. Japan, for instance, absolutely fixes its freight rates.

Mr. WADSWORTH. Does the Senator from Florida state
that the Government of Japan may fix the freight rates for goods
carried in Japanese bottoms from Yokohama to San Francisco?

Mr. FLETCHER. In answer to the Senator's question, I will
say I hold in my hand a statement which appears in the Com-
merce Reports of May 9, 1916, at page 524, to this effect:

JAPAN.

A statement from the director of the Bhipping Affairs Bureau in the
Ministry of Communications credits Japan with 272 tramp steamers,
displacing more than 1,000 tons, thelr combined tonnage amounting to
715,012 tons. Of the number 112, with a total of 249,258 tons, are run
gg.t%:m owners themselves, while 160. with a total of 465,754 tons, are

r

Of the whole number 188 ghi with a total tonnage of 423,031, are
run in the coastwise trade, while 84 bigger ships carry on the ocean
trade, these being distributed as follows: European routes, 14, tonnage
57,615 ; North American routes, 34, tonnage 129,835 ; Australian routes,
4, tonnniea 11,790 ; Indian routes, 17, tonnage 56,560 ; South Seas, 12,
tonnage 36,281,

INCREASED FREIGHT RATES AUTHORIZED.

The Nippon Fugon, Osaka Shosen, and the Toyo Kisen, Kaisha applied
to the department of communications for permission to raise outward
freights on the A.ntwel? line of the European service, and outward and
homeward freights on the Puget Sound and San Francisce lines of the
American service, which are run under Government protection. The
Japan Chronicle says that the Government frnnted the applieations
April 10, with some modifications in the original scales of increase
applied for. Freights for North American ports have been raised by
about 20 per cent. The principal goods Involved are rice, tea, matring,
raw silk, silk textiles, cotton manufactures, soy, bamboo ware, porce-
lain and pottery, straw braid, foodstuffs, grain, nuts, and camphor.

Homeward freights have been raised by about 25 per cent, with a few
exceptions. The principal goods affected are raw cotton, machinery,
iron aod steel plate, iron wire, salt fish, pulp, wheat, flour, tin plate,
malt, mails, n, condensed milk, and glass. All these advances are to
come into operation immediately.

Mr. WADSWORTH. Is it not true that the Japanese
steamship lines, which apparently, according to that communica-
tion, are subjeet to a certain extent to rate regulation, are also
completely protected from injurious competition with the ships
of other nations by, reason of the subsidy which the Japanese
Government gives them? Is it not also true that they are re-
served for naval auxiliary purposes in the event of emergency?

The point I wish to bring out, if the Senator will pardon me,
is that the underlying theory of this bill—whether the result is
to be obtained by direction or indirection—is that American
vessels engaged in foreign commerce may have their rates regu-
lated by the shipping board; but at the same time that their
rates are regulated, and probably reduced at the demand of
shippers, the Government does nothing to protect them from
foreign competition; they are the recipients of no subsidy,
whereas the Japanese ships, to which the Senator has referred,
are protected from the effect of destructive competition from
the ships of other nations.

Mr. FLETCHER. I disagree with the Senator from New
York.

Mr. WADSWORTH. The ships of the two nations—Japan
and the United States—are not in the same category at all.
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Mr. FLETCHER. Mr. President, I disagree with the Senator
from New York in his claim that under this bill the shipping
board would have the right to fix the rates. It seems to me
that the provisions of the bill are just as mild with respect to
the jurisdiction and the power of this board concerning foreign
shipping as could possibly be devised. All the board has the
power to do, practically, is to see that those things which we
all condemn, namely, rebates, unjust diseriminations, the use
of fighting ships, and those things which Congress has con-
demned heretofore, and which I think the public generally
condemn, will not be permitted. That is about as far as the
board may go under this bill. I think, if the Senator will
examine the language of the bill, he will find under section 15
the things that are not permitted to be done, which is about the
extent of the power which this board can exercise with respect
to foreign ships.

It will be borne in mind, too, that the ships acquired under
this bill will serve as naval auxiliaries when required.

Mr. WADSWORTH. The Senator from Florida undoubtedly
states the language and deseribes the mildness of it with abso-
Iute correctness. However, is it not a fact that in the event
of any complaint being made by a shipper to the shipping
board the board may then fix a rate, and that eventually, by
a serles of complaints upen all classes of geods and from all
gr?ur;s of shippers, American or otherwise, the hoard will fix
rates

Mr. FLETCHER. I do not quite agree with the Senator in
that regard. Only in case of complaint respecting carriers en-
gaged in foreign commerce as .to the matters which are men-
tioned in section 15. Then the board can inquire into that, and
if they find that those practices are being indulged in they can
have them stopped. That is the extent of their power, The
original proposal in the House bill was very much stronger
than it was finally left with respect to the powers of the ship-
ping board and its jurisdiction regarding regulations of foreign
carriers, but those original provisions were modified, and, I
believe, as the bill now stands, it is precisely as the Chamber
of Commerce of New York and other commercial bodies desire
it and as the shipping inferests desire it.

Mr. WADSWORTH. Do I understand, Mr. President, that
the Chamber of Commerce of New York is supporting this bill?

Mr. FLETCHER. I do not understand that they are sup-
porting the whole bill. They are opposed to the general propo-
sition of Government ownership and Government operation,
but outside of that they favor a board, and they favor the
board having fully as much power and jurisdiction as this bill
glves this board, T think.

Mr. GALLINGER. Mr. President, if the Senator will per-
mit me, that means that if we must have this legislation they
think we ought to have a shipping board? That is about as far
as they go.

Mr. FLETCHER. I think so.

Mr. GALLINGER. They do not approve of the legislation?

Mr. FLETCHER. I think Mr. Franklin, who testified be-
fore the Senate committee, favors a board and he favors giving
it this power and this jurisdiction. He objects only to that
feature which emphasizes the Government operation of the
ships in mercantile business. Ie even favors the provision of
the bill so far as naval auxiliaries are concerned; and if we
will reverse the proposal in section 3 and build the ships as
auxiliaries of the Navy, primarily, and secondarily to be used
as carriers, he would not object to the bill as it is. I think that
is about his position.

Mr. GALLINGER. The Senator will remember, I feel sure,
that in every bill which has been introduced in the Senate dur-
ing the last 10 years designed to upbuild the American mer-
chant marine, the naval auxiliary provision has been included.
This bill has not anything new on that point.

er. FLETCHER. No; I think the Senator is correct about
that.

Mr. GALLINGER. And yet, as a rule, our Democratic friends
voted against all those bills,

Mr. FLETCHER. Of course, there have been grounds for
that opposition in the minds of those who oppose the idea of
any subsidy being granted; and at the present high rates of
freight 1 do not think anyone can have the hardihood to claim
that we ought to subsidize ships.

In reference to the situation in France, Mr. President, I offer
a quotation, being a sort of digest from the Revue Politique,
under date of the 10th of May, which I ask to have inserted in
the Recorp without reading, It shows very clearly, I think,
what the situation there is. A

The VICE PRESIDENT. Without objection, it is so ordered.

The matter referred to is as follows:
Baziy, LEtox,

The rise of freight rates and the crisis of the maritime industries
[in F'rance].

DIGEST.

The rise of freight rates in its nscending course has attained so high
a mark as to be a cause of anxiety to all. Innumerable remedies have
been su;f'geateﬂ but found impractical, as they sought to suppress the
effect without removing the cause,

What is the underlying cause of the present crisis? Some have lald
the blame at the door of shipowners, who arc accused of making enor-
mons profits. But let us look at the facts.

The French merchant marine holds about fifth rank in the world's
merchant ficets. It had before the war a net tonnage of about 2,500,000
tons, that of the British shlp(r;luu being 21,000,000 tons and that of
neutral countries about 12,000,000 tons. Requisitions for military
purposes and losses have redneed the French tonnage to about 1,000,000
tons and the British tonnage to about 14,000,000 tons, while the ton-
nage of neutral countries has remalned very nearly what it was. The
great loss In tonnage suffered by France makes it difficult for French
shipowners to exercise any great influence. British shipowners, while
representing vastly more important interests, are themselves obliged to
reckon with neutral countries, which have a tonnage almost equal to
that of the British merchant fleet.

There is no instance on record of French shipowners having unduly
increased freight rates. On the lines not directly affected by the war
the rise has been extremely moderate. Thus, on the lines running to
Algeria the rates were: In 1914, from G to G4 francs on exports and
from 8 to 60 francs on 1mports; in 1916, from 8 to 83 francs on ex-
ports and from 10 to 78 francs on lmgorts. an Increase of only 30 per
cent, On the Morocean lines during the same periods the increase was

0 per cent on exports and 60 per cent on imports.

In reality the profits realized grew out of the demand for bottoms on
the part of shippers, Shipowners can not refuse the highest price that
shippers beg them to accept, shippers belng so urged by consumers
who need coal, steel, hides, wool, cte., immediately. The price offered
bg shippers is that which thelr clients are able to pay them. It is,
therefore, unfalr to lay the blame on the shipowners or on the shippers.

The only, or at least the main, cause, of the present crisis lies in a
complete rupture of equilibrium between demand, which is increasing
all the time and becoming more and more pressing, and supply, which
is corres nudlng!{rsiﬂeemslng. and this results from numerous factors,
namely, the requisitioning of a large part of the commercial fleet for
the needs of the Army, the destruction of a large number of ships by
submarines and mines, the congestion of shipping in ports, increasing
every uay owlng to unloading difficulties due to the scarcity of labor,
the dequacy of land tmnsg:rtntlon. the tying nP of shlPo requlrinq
the payment of demurrage charges and resulting In greatly increase
transportatior rates. Other accessory causes are increased work:gs
expenses, the rise in the price of coal, Insurance on war risks, increa:
wages of crews, the enormous demand for raw material, especially iron
and steel, the occupation of our mines and factorles by the enemy having
reduced the productlon by GO0 per cent, and even 80 per cent in some

cases.

Under these circumstances the rlse in prices is but natural. Ships
are llke any other thing; the only limit to such rise is the cessation of
the demand or abandoning the market, and both are out of question.
Can, then, a tax be assessed on frelghts? If so, on what freights?
Such tax would be ineffectlve in France by reason of our reduced tonnage
and In the face of present requirements, Even Great Britain hesitates
to take this step for fear that neuntral shipping, which constitutes n
third of the total shipping entering British ports, might seek elsewhere
more remunerative returns.

British shipowners have rehemmtl[v Eroteﬂtcﬂ against two recent
orders in council—one forbidding British ships over 500 net tons to
carr{ goods between two fore!in ports without a license dellvered by
the llicense commission; the other increasing the power to requisition
merchant ships in case of urgent necessity for the transport of foodstufls
or of any other merchantable article.

The commandeering of our fleet has often been suggested. Dut in
normal times the French flag represents only 25 per cent of the tonnage
entering our ports. Over one-half of thls percentage is now requisi-
tioned for the need of the army. The only result of such commandeering
would be to weaken our merchant fleet already so reduced, while our
competitors, free to fix thelr own prices, would thrive on our very com-
mm--:el artild make us for a long time after the war feel the weight of their
superlority,

Among the remedies suggested are the following : Purchase of a fleet In
England, loans to shipowners for the purchase of foreign ships, creation
of an office for the regulation of freight phﬂcea. The two first suggestions
are Impractical, owing to the lack of ships for sale. Besldes, to pur-
chase ships abroad would merely constitute a transfer, not an inerease
in tonna, The addition by purchase of new ships to our fleet, while
beneficial to French shipping in general, would in no wise affect freight
rates, for the frelght problem is international, not national. The third
suggestion is not, either, capable of realization, owing to the existence
of other flects and the impossibllity of ga!nlm%any control over them,

An agreement recently concluded between France and Great Britain
deserves mention. It provides that British shipowners shall agree to

ive up 30 per cent of the profits derived from coal transportation. It
ﬁ: hoped that neutrals shall in their own interest enter this compact.

For the purpose of insurlng the best utilization of ships for the needs
of the country, the French Government has issued, on April 4, 1916, a
decree practically prohibiting (1) voyages between two forelgn ﬁmrts;
(2) voyages from France not useful for the furnishing of supplies to
the country., Special authorizations, however, may be granted.

These measures are but palliatives at best. The building of new
ghips is the only remedy to the situation. These ships should be as
much as possible of the same type, in order to make np for the shortage
in sk[llecP labor and to build as many unils as possible in the shortest

time.

Recent debates in the Chamber of Deputies show that the Government
is alive to the situation and will soon take a decislon in that direction.
(Digested and translated from Revue Polltique et Parlementaire, 1u
mal, 1916, p. 2567-264.)

Mr. FLETCHER. Now, I come to another subject, namely,
the blacklisting of commercial agencies.

The recent order to British merchants in reference to the use
of British ships, excluding trade with those listed as cnemy
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sympathizers, presents a situation which ought to impress upon
our merchants the need of legislation of this kind. The black
list furnishes the strongest kind of argument in favor of
American ships.

In point is a short editorial from the Washington Times of
July 23, to wit:

THE BLACK LIST AS A LESSONXN. A

Whatever may be thought about the right of Great Britain and her
nllies to blacklist certaln American firms and individuals by prohiblt-
ing Britishers from doing business with them, it is pretty clear that

ritain ecan enforce that sort of a rule if she likes.

She can enforee it, because she controls ocean shipping.

It isn't the power of Britannia's Na;)' that rules the wave; not in
such cases as this. It is the power of Britain’s merchant fleet.

- American goods couldn't &;ossibly be distributed to the markets of the
world if they were cut off from the use of ships salling under the
Union Jack.

That 1s a fact that this country needs recognize. Perhaps this black-
listing proposal will serve sharply to remind our people of thelr national
weakness in this regard. If it does, it will serve one useful purpose.

The amendment offered by the Senator from Colorado [Mr.
THoaas] has merit as tending toward the protection of Ameri-
can shippers in these circumstances; but, of course, the perma-
nent remedy is fo have the carriers.

THE PACIFIC MAIL STEAMSHIP C0.'S COURSE.

It had been stated and published repeatedly that American
ghips were driven off the Pacific; that the seamen’s law was
ruinons to American shipping; that our navigation laws would
have to be changed before we could expect ships to take and
continue American registry. As a horrible example, we are
warned, “ Look what happened to the Pacific Maill”

Let us see what happened. It appears the Pacific Mail did
gell the following steamers: The Siberia, 11,284 gross tons; the
Korea, 11,276 gross tons; the Manchuria, 11,638 gross tons; and
the Mongolia, 11,638 gross tons. These steamers were formerly
engaged in trade between San Francisco and Asin. They were
not sold to foreign buyers. They did not change thelr flag.
They were simply transferred to the Atlantic coast, and are now
engaged in trade between New York and European ports where
freight rates are higher and their earnings could be Increased.
They operate under the same laws as they did when owned by
the Pacific Mail. Recently the Pacific Malil, seeing its mistake,
evidently, has purchased three liners from the Royal Dutch
West India Mail Co. at $1,100,000 each, and announces that
it will resume its trans-Pacific service, which it suddenly and
without any regard whatever to the interests of its patrons
abandoned. It alleges that it has decided to reverse its policy
becanse * the gigantic leaps in freight rates have rendered it
possible to operate at a profit in spite of the injurious effects of
the seamen's law."

This Is as false as the reason they gave when they quit their
trans-Pacific service, namely, that the seamen’s law made it
impossible for them to operate profitably.

The falsity of this excuse or claim is proved not only by
the resumption of their trans-Pacific sailings but by the fact
that the poorest and least profitable ship in the former fleet
of the Pacific Mail, the steamship China, was taken over by a
smnll American company, which, notwithstanding the greatly
increased cost of operating only one ship, has continued the
China in the (rans-Pacific service, under the American flag,
with great profit. It was reported that the new owners paid for
the China with the profits from the first two voyages in the same
service which the Pacific Mail had abandoned.

All the circumstances tend to show, and those in positien to
know assert, that the Pacific Mail discontinued their trans-
Pacific service at a time when they were able to sell their
steamers for what they supposed were fancy figures, for no
other reason than that it enabled the interests that controlled
them to make very effective political capital of it; and they
are now resuming the service not because of high freight rates—
trans-Pacific freight rates are now actually lower than they were
when the Pacific Mail discontinued their sailings—but because
of the Government shipping bill, which is about to pass Congress,
and thelr fear that as a resnlt of this bill a line of Government
ships would enter the trade they had abandoned,

The Heuador and her two sister ships, which the Pacific Mail
are now putting into the Orient trade, and for which they paid
$1,100,000 each, are much inferior in every respect to the vessels
they formerly operated in this trade and which they foolishly
sold for an average price of only $1,050,000 each.

The new boats have less than one-third the capacity of their
former steamers Mongolia and Manchuria, and they have less
than one-half the capacity of their former steamers Korea and
Siberia, and they are rated at only 13 knots speed while the
former boats are rated at 18 kuots.

LIII—778

It will be surprising if the new boats can be profitably oper-
ated in this trade, because they are believed to be much too
small and slow for trans-Pacific passenger steamers; also, the
Pacific Mail paid too high a price for them, about $200 a dead-
welght fon, and will consequently have to meet high charges
for interest, insurance, and depreciation. They sold their former
boats for less than $100 a ton, which was regarded as exag-
gerated value. .

The beneficial workings of the shipping bill, even before it has
become law, are thus shown by the action of the Pacific Mail
In hastening to cover the trade which they had abandoned,
though they have to use vessels utterly unsuited for this trade.

OUR LAWS.

Mr. President, T have before me an address delivered by a
business man at the annual dinner of Ameriecan Newspaper Pub-
lishers' Association in New York, April 27, 1916, sent to me with
the compliments of the speaker, in which he says:

It is the critics of finance and business * * * who have passed
Iaws which have driven our ships off the seas in the world's trade,

There is no error more thoroughly established by overwhelm-
ing proof than this oft-repeated denunciation of our laws as
applied to ships.

But business men and newspapers keep on repeating it, evi-
dently satisfied with their success in getting the public to take
the poison.

May I suggest that just this sort of thing is precisely why
there is occasion for the further complaint, If any exists, that
“nor does it [Congress] seem inclined to pay serious heed to
the views of business,” and so forth. If * business” will not be
truthful, should it expect to be heeded? Again, this same “ busi-
ness " man says: ;

Just as Congress, by a series of laws, has imposed burdens and costs
upon ships operating under the American flag, which made it impossible
for capital to invest In American ships for use in the world's trade and
earn & fair return in normal times—

And =o forth, a

This is not true, It is simply an impression which lins been
created for a purpose—very much like the ery of * pork barrel "
in connection with river and harbor improvements. It is a
manufactured impression, ripening into a belief in many minds,
with no substantial foundation in fact or real basis in reason.

Mr. Chamberlain, the Commissioner of Navigation, has so
fully covered the whole subject of our navigation laws in his
testimony before the House committee (Hearings on H. IR
10500, p. 179 et seq.) that I need only refer to his complete
refutation of the assertion made over and over again by * busi-
ness men.”

Mr. Chamberlain shows that of the laws criticized by Wells
in 1881 only two remain on the statute books, to wit: The one
which reserves to American vessels our coasting trade, and the
other requiring the officers of American ships to be citizens of
the United States.

Only one maritime nation, Great Britain, opens her coastwise
trade to foreign ships, and this is confined to the United King-
dom—England, Ireland, Scotland, and Wales. It docs not ex-
tend to the Provinces nor the self-governing Dominions of the
British Empire. All other countries reserve their coastwise
trade to the ships of their own registry. As to the nationality
of officers, I do not know of any country having a rule different
from ours, and Congess has given the power to the President
to suspend that requirement by the act of 1914 for a period of
years. Neither of these laws could have “made it impossible
for capital to invest in American ships.”

But similar eriticisms have been urged and published until
many people were convinced they were justified, and Mr. Cham-
berlain sets them out and answers them in detail. (P. 189 et
seq. of said hearings.)

He shows conclusively that the only feature of our navigation
Iaws designed to protect American shipbuilding which remains
on our statute books is section 4347 Revised Statutes, to the
effect that forelgn-built vessels can not engage in the coasting
trade of the United States,

I have never heard of very serious objection to that law. In
any case, whether it is the subject of criticism or not, it does
not, of course, affect the American merchant marine in the
foreign trade.

My, Chamberlain observes:

The campaign for the revision of the navigation laws, begun in 1880,
you will see has been earried to a successful conclusion, of which some
of the very recent volunteers to the cause do not seem to be aware.

It may be noted that the Demoeratic platform of 1880 favored
“free ships and a living chance for American commerce on
the seas and on the land.” The Democratic administration of
1914 fulfilled that pledge. The ship registry act of August,
1914, removed the last refuge of the subsidists.
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But foreign shipping interests and some benighted “ business
men,” and some who have long hoped for subsidies, continue
to hammer on the same old anvil and keep up the same noisy
clamor to convince our people that by reason of our antiquated
laws or the fool performances of Congress our flag is obliged to
remain off the seas, and we must necessarily depend wholly
on foreign ships to take care of our commerce,

These people seem utterly unable .to see the inconsistency be-
tween one position they take, that by reason of our antiguated
laws, they say, or the performances of Congress, our flag is
obliged to remain off the seas, and we must necessarily depend
wholly on foreign ships to take our foreign commerce, and the
next position they take, to wit, that the Government should
not build or acquire merchant ships for. foreign trade because
that would be interfering with private enterprise. In one breath
they say our absurd laws have driven our flag off the oceans and
in the next breath they say private enterprise stands ready to
proceed at once to place it there if only the ship-purchase bill is
not passed.

One moment they admit capital has refused for 50 years to
build up our mercantile marine and in the next moment they
say capital is ready and anxious to go into the business of build-
ing or aequiring ships under the American flag for foreign trade.

We find opponents of this measure taking equally conflicting
positions, to the effect that ander this bill the tonnage provided
would be a mere bagatelle, influencing the situation not at all,
and then they say no * business man" will go into the * busi-
ness ” of shipping because he would have to compete with the
Government.

They argue that this bill would only provide 500,000 tons, and
that subject to demands and equipment as naval auxiliaries—
the Senator from Minnesota said 300,000, Mr. Marvin says
700,000—whereas from six to ten million tons are reguired to
handle our foreign trade; and yet private enterprise will be
deterred from supplying any portion of this six to ten million
tons, however profitable the investment and attractive though
the enterprise is, because, forsooth, the Government will own
less than 10 per cent of what is imperatively needed. Mr.
Chamberlain says to provide 60 per cent of the gross tonnage re-
quired for our foreign trade we must have 6,000,000 tons,
{Senate hearings, p. 223.)

They argue that though our navigation laws impose unbear-
able burdens on American ships, there are those of our citizens
eager to invest their money in them ; although the Government’s
venture would not supply any appreciable rellef from present
conditions, private enterprise would be driven from the field.

Even in normal times, no undertaking yielded greater divi-
dends than shipping, and although now profits have inereased
5 to 10 times over what they were, it is still contended subsidies
should be granted. Although terminals and warehouses at our
ports are groaning under the weight of freight moving to foreign
markets there are no ships to convey them, and when the foreign
ship does consent to call for it in the interest of its country, al-
ways, the freight charges are out of all reason and are reflected
in the price the producer receives, especially when he has to
compete with other countries in the foreign market.

MANUFACTURERS AND PRODUCERS.

I can not understand why the manufacturers and producers,
generally, of the United States, do not rise up and demand this
legislation, I am amazed at the patience they have manifested.
Every manufacturer interested in foreign trade must know he can
not hope to extend or even maintain his trade unless he can have
the means of delivering his goods. Every producer must know he
will be unable to sell outside the United States, his market will
be cut off if ships are not available to carry the commodities.

The situation is that one ship is to-day called on to do what it
requires three to do.

Not only, too, is there discrimination in rates on freight in
favor of the foreign shipper by the foreign ships and against the
United States, but it extends to the point of depriving our manu-
facturers and exporters of the business which, if there was equal-
ity of rates, or even an approach to that, the American house
would get the business. Instances have been given where, for ex-
ample, there was a demand for 400 miles of iron piping. Bids were
called for. The United States manufacturers were the lowest bid-
ders, but the English people got the business because they could
furnish the ships, and the manufacturers here could not do so.

Take this situation: Chilean nitrate is worth $34 a ton at
the wharf. It pays an export tax of $11 per ton. The miner
therefore gets $23 per ton and pays the freight to the port. From
there to the United States the importer must now pay $34 per
ton for its transportation. It costs the United States Govern-
ment £08 per ton <lalivered at our arsenal. This Government
coufd rizht now save $2,000,000 if we had the ships to bring what
we nesl of that material for Government use alone.

There is plenty of business for private ships, and therefore
they would not be deprived of cargoes if the Government under-
took to transport this nitrate.

CROWDED YARDS,

The argument is made, and the Senator from Minnesota re-
peats it, that our yards are full, are crowded, and that ships
can not be built within two years in sufficient quantity or of a
kind that would be of any material use. This same argument
was advanced last year., Since then orders for a considerable
amount of new tonnage have been booked every month In our
yards. I have here a clipping from the New York Journal of
Commerce of a recent issue, giving a summary of new contracts
placed during the five months in 1916, beginning with February.
It shows that 206 vessels, aggregating 459,443 tons, were con-
tracted for during this period. The same paper gives a detailed
list of the vessels contracted for in June. They show the
number of new contracts in June to be 34 vessels. The list also
shows the number of vessels completed during June to be 10
vessels, of about 40,000 gross tons, Vessels completed during
the last five months comprise 40; gross tons, 161,418,

It is absurd to claim that shipyards are full to the point
where no more orders for new ships can be booked. Here is an
advertisement by, the Standard Shipbuilding Corporation stat-
ing that they are prepared to make deliveries to the extent of a
ship a month, beginning with March, 1917, and the ships are of
7.300 tons dead weight. It will be seen by an examination of
the list of vessels contracted for in June, with only three excep-
tions, all of them are to be launched within a year. It should
be noted also that of the 885 merchant vessels, totaling 1,225,784
tons, now under construction or ordered, 827 vessels, totaling
927,893 tons, are to be launched on or before June 30, 1917. I
venture to say there ig not a shipyard in the country but what
would be glad to take additional orders for new ships,

Large cargo vessels can be lannched within three months after
the keel is laid. The Union Iron Works have been doing this
right along, and unguestionably other yards are doing the same,
or can do so if necessary. Shipyards generally can easily in-
crease their facilities by building additional slipways, and they
would guickly do so if they saw business enough to warrant it.
There are many new shipyards being built. Within less than
a month two have been incorporated, namely, the Delaware
Shipbuilding & Engineering Corporation, an the Delaware River,
with a capital of $1,000,000, and another on Puget Sound, with
a capital of $500,000. Plans for the erection of a shipbuilding
and dry-dock company in Savannah, Ga., with a eapital of more
than $1.000,000 are reported under way. Recently a similar
plant was erected at Brunswick, Ga. Dunean, Young & Co., of
New York, contemplate a $1,000,000 shipbuilding plant at Beau-
mont, Tex., according to the Marine News of July. Statement
is made that the American Shipbuilding Co. annonnced July 19
the recent booking of four more full canal-size ships for salt-
water service, delivery to be made first half of 1917.

The shipping board will be able also to use the facilities of
the United States Navy Yard. These facilities can be increased
by building additional slipways.

CAN PURCHASE.

The assertion is made by way of argument against this bill
that no ships can be purchased by the shipping board, except
possibly at practically prohibitory prices. It is true that the
present bill very considerably limits the field for acguiring by
purchase such ships as will be needed. At the same time I have
here the advertisement of the Marine Trading Co., dated Broad
Street, New York, appearing in the Marine News of July last,
giving a list of American and neutral steamers offered for sale;
in all, 43. The private interests that are said to be going into
the shipping business as fast as they can get the ships, it would
seem would have an opportunity to purchase ships from this
concern and also from the Standard Shipbuilding Corporation,
which offers 7,300-ton dead-weight ships for sale at the rate of
one each month beginning next March.

Most of the construction work is for the Navy and particular
business.

It is true now, as it was last fall, that most of the vessels
that are being built are for the special and exclusive use of cer-
tain large corporations, such as the oil companies, the steel com-
panies, and others. Many of them are for the coasiwise trade;
some of them are for foreign owners; a large number are for
lake, river, and harbor use. The general over-seas trade is yet
to be provided for. Within a year after the passage of this nct
I am satisfied the shipping board can have at least 50 vessels
in the service. In the Commerce Reports of August 1, 1916,
pages 404 to 407, inclusive, facts are given with regard to the
shipping facilities of the United States for 1916, with some very
interesting statements covering over-scus shipping, shipping
bound for Europe, clearances for South Amerien and Afriea,
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trans-acific voyages, shipping to near-by foreign ports, which
I shiall ask to include as a part of my remarks. I shall ask also
to inelude list of shipyards given by the Journal of Commerce,
ghowing the merchant construction of July 1, 1016, showing also
that 327 vessels, with 927,893 gross tons, now being built are
to be launched on or about June 30, 1917,

The yards can increase their capacity. They are open to new
confracts. A comparatively small percentage of present con-
struction is for over-seas trade. New yards c¢an be and are
being built,

In support of these statements reference may be had to the
hearings before the Commerce Committee, pages 278, 282
and 284,

I ask permission to insert here as part of my remurks an
extract from the Commerce Reports, Mr, President.

The VICE PRESIDENT. Without objection, it is so ordered.

The matter referred to is as follows:

[From Commerce Reports No. 179, Aug. 1, 1016, p. 404.]
SHIPPING FACILITIES OF THE UNITED STATES FOR 1816,

Tie merchant shipping, American and foreign, cleared from seaporis
of the United Sta 25,475,108 net tons for Europe, South America,
Asin, Afriea, Australin, and Oceanla during the fiscal year ended June
30, 1916, was the largest in the history of the United States notwith-
standing the European war, the capture of the port of Antwerp, and
the eloﬁns of the Black Sea, the blockade of the ports of the central
powers, the withdrawal of German and Austrian merchant ships from
trade, and the dangers of submarines and mines cast adrift in the routes
of ocean commerce.

Up to the year just closed the greatest volume of clearances from the
Unlled States for the over-seas continents named was 24,872,403 net
tons during the year ended June 30, 1014, just before the outbreak
of the European war. Much of the net tonnage in that year was space
for passengers (tourlst and immligrants) on ocean steamers, while dur-
ing the fiscal year jast closed such fast steamers to a great extent have
becn withdrawn from trade to serve as allied trnns&)rts and hospital
ghips or held in port to avoid ecapture, and thelr place has been su
plied by ecargo steamers. (A net ton is 100 cubic feet of ship's closed-in
gpace available for cargo or passengers.)

OVER-SEAS SHIPPING.

American ss‘l;lc{;piug cleared for the over-seas continents during the
year just clo was more than threefold that in 1014 so cleared—
2,448,305 net tors, compared with 745,242 net tons for the flscal year
1014." The American net tonnage cleared from the United States for
these continents in the years ended June 30, 1014 and 1016, the for-
elgn net tonnage so cleared, and the comblned American and forelgn
tonnage were as follows, Amerlean tonnage more than doubling in each
case and forelgn tonnage showing a decrease, except to Asia:

CLEARANCES FOR SOUTII AMERICA AND AFRICA.

American shipping in trade with South America has developed more
rapidly in the past fiscal year than in any other direction. The Ameri-
can tonnage cleared was almost five times greater than in 1914, and in
trade with Argentina particularly the increase is notable. The with-
drawal of foreign ships has been made good by increased American
tonnage. The increase in total clearances is partly due, of course, to
improved financlal conditions in those countrles, except P’eru, and to
the removal of the risk of destruction which checked trade with South

America for some months after the outbreak of the war. The clear-

ances for SBouth America follow :

American, Foreign. Total.
Destination.
1914 1916 1914 1016 1914 1916
Tonnage. Tonnage.. Tonnage. | Tonnage. | Tonnage. | Tonnage.
Argentina..........] 4,757 | 101,436 611,360 575, 610,117 767,278
Brazil..............| 62,356 | 250,610 | 648,345 548, 710, 701 808, 490
Chile........ eevesss] 44,885 | 238,578 482,377 355, 647 528,762 592,125
Colombia........... 285 | 109,197 271,804 74,319 272,089 183, 516
Pert....coueaveenn.] 48,457 | 32,885 42,951 50,74 01,408 83,170
Uruguay...........] 7,310 | 54,657 , 069 121,743 100, 579 176, 400
Venezuela. ......... , 0686 | 52, , 800 3,357 , 836 65, 643
Other SBouth Amer-

TR S LR 1,863 9,195 57,465 4,238 50,308 33,433
Tolal...... -] 192,470 | 945,353 | 2,237,171 | 1,764,720 | 2,429,650 | 2,710,073

The clearances from the United States for Afrlea on both oceans
and on the Mediterranean increased from 406,457 net tons in 1014 to
464,003 net tons in 1916, In 1914 the American shipping thus cleared
was Insignificant, only 4,263 net tons, while in the ]tmnt year it mounted
to 79,412 net tons, of which over half, in spite of submarine warfare
in the Medlterranean, was cleared for ﬂsypt and Alglers.

The forelgn net tonnage clearances decreased from 402,194 in 1914
to 384,681 in 1916.

TRANS-TACIFIC VOYAGES.

The total tonnage clearances from the United States of ships on
trans-Pacific voyages to ports in Asia, Australia, the Philippines, and
foreign islands of the Pacifle increased from 1,990,105 net tons in the
fiscal year of 1014 to 2,374,272 net tons In 1916, and of these amounts
American net tonnage increased from 100,833 net tons in 1914 to
288,088 net tons in 1916. The table below shows that the galns have
not been uniform, but there have been marked increases and decreases
in shipping facilities between the United States and the countries and
colonies comprised within the limits named. Clearances to * other
Asla " show the greatest increase, from 59,176 net tons in 1914 to

UIS,B]{.O x:ﬁ{.ﬁ io%%nidl} 19}% lh:iﬂ::) t{le past ?ea.r _“oth](;r Asin{,i" l'ms
meant mainly vostok, an e tonnage Increase shows shipping
American. Foreign. Total. facllitles provided for the export of locomotives, cars, ralls, motor
Clearance for— - E-ﬁcl{‘s,san stete*] r{xluctls ;:gleraél}h ll:ﬂRusulat througl} %!.mlrtiia' Russltnln
ck Sea ports being clo and Baltie ports, especially Riga, partly
1914 1916 1914 1916 1914 1916 closed dnrigg the year. The effect of the withdrawal of ihe Paclfic
— Mail ships to Hongkong is to be noted and clearances to the Ihilippines
= T T Ton - o &lgo show Entmarkm] tdccreasd:. The Ihilippine figures do not include
. 7 ge. W onnage. onRage. yvernmen rans ri{s,
Eurove...........| 447,667 [1,134,952 (10,508,524 (18,791,713 |20,046,101 (10,926, e
et T B R T
-------------- ’ ’ Ameri Farei "
Austraiia, ete.....| 28,615 | 157,300 | '724.180 | 506486 | '752)s04 | 753876 R e ot
Afrden i iini g 4,263 79,412 402,194 384, 681 406,457 , 003 Destination. DR
Total.......| 745,242 12,448,305 (24,127,161 |23,026, 796 |24, 872, 403 izs,ﬂs, 103 2 R Aees L 1914 1916
SHIPPING BOUNKD FOR EUROPE. ASIA.

During the past fiscal year our shipping facllities (net tonnage) for Tonnage.| Tannage.| Tonnage. | Tonnage. | Tonnage. | Tonnage
the export tras: to Europe have been the greatest in onr lllstorlir,) Al- | China..... el B 4% 37,452 R, 147 162, 624 453, (99 200,076
ithough the net tonnage in 1914 was a trifle larger—half of 1 per cent— | BritishIndia.......L.........] 19,707 120, 8§32 135,051 120, K32 154, 758
much of that net tonnage in 1014 was for the passenger trade, as stated, | Hongkong..........|.........] 9,346 ‘_w,m 243, 856 75,879 253, 202
which in 191G was relatively small, and cargo space in 1916 was sup- | Japan..............| 06,615 | 13,462 | 531,800 | 378,086 | 508,415 | 391,548
ﬁlxir(;‘l lto h(il‘l:l to I;lﬁettthe great \éoguili]i of ?ur ex: u&tB.Relgnsrlng %‘?14 tfe Other Asia......... 651 | 51,231 88,425 | 560,581 89,176 | 618,610

erican Line m steamers to u mpton an e tar Line - = =
senger ships to Antwerp were virtually the only American ships in t&‘:isu Total......... 72,218 | 131,108 | 1,165,083 | 1,459,196 | 1,237,301 | 1,620,306
with Europe; in 1910 American ships traded with the maritime nations T
of ]-}umpeci except Belg[#m and tl:i: P&ckaﬁed c%néralh edwcr:. 'Sl['lm total OCEANIA.
tonnage clearances to France an y almost doubled, the clearances .
to Norway, Denmark, and Sweden moro than doubled, and to Greece in- | Australia........... 14,48 [ 136,173 | 492,110 | 431,154 | 506,462 | 562, 406
creased over threefold. The following summarizes the net tonnage | Philippinelslands..{ 2,051 | 1,181 | 143,965 | 86,407 | 145,906 | 87,58
clearances to European. countrles: Other Oceania......| 12,321 [ 20,036 | 88,1 78,725 | 100,346 | 95,682
e Foreign. Total. Total.........| 28,615 | 157,300 | 724,189 | 506,486 | 752,804 | 753,86
Destination. e Ll
1914 1016 1914 1916 1914 l 1916 :
SHIPPING TO NEAR-BY FOREIGN PORTS.
Ton- The gain of 602,700 net tons in export clearances of shipping from
I Tonnage. | Tonnage. | the United States across the seas and into waters, to a grenter or less
Austria-Hungary.. 617,963........... | extent, the zones of naval and submarine operations and of war risk

P30 TR 1,181, 734.......... . | has been offset, however, by decreased clearances to foreign seaports
Fronee.....c.vees 1,763, ,636,707 | on or near the coasts of North America, In 1914 these amounted to
Germany........... 3,002,073........... | 14,750,083 net tons; in 1916 to 13,420,158 net tons. The principal
Great Britain and decreases have been in clearances to the British West Indies, pre-

Ireland.......... 7,508, 8,304,707 | occupied with war, 738,640 net tons, and to Mexico, Haitl, and the
ﬁmﬂ:‘l‘ 13?3'0 3?5'5?!1;’?13 Dominican Republic, disturbed by internal dissensions, 688,717 net

talysoaos o 2803, ns.

Netherlands....... 1760, 1,366,113 In North American waters the foreign clearances of American ships
Russia in Europe. . 157, 221,441 | show a large gain, but proportionately not so great as In over-seas
ﬁ“"'{d"’“i"""“' 081, 1,506,746 | trade, from 4,895,082 net tons in 1914 to 7,296,777 net tons in 1916,
pain ... 422,571 538, While the figures are larger, they represent a much smaller number of
Othier Europe...... 128, 0. 810, 985 §Mps, ant(ll’t ese of lﬁsﬁnnf.n tl'uu: the fls:uri:'s”for] o\rl]e:’—sinﬂ tlm‘dl:-.
. 3 = ecause ¢ voyages erlcan waters are relantively short and n
Total........| 447, WTI 1-134:9-'2{ 19, 508, -"MI 18, 'ml:'-'l-"i 20,046, 1911 19, 926, 665 sm:cntl"t ship clearj; gften during the year. To Cuba, Panama, and Central

America the Ameriean tonnage more than doubled this year,
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American. Foreign. Total.
Cl for—

1914 1916 1914 1016 1914 1916
Nova Scotia and | T'ennage. | Tonnage, | Tonnage, | Ton Tonnage. | Tonnage.
British Columbia{1, 854,058 [1,098,805 | 2,855,048 |2, 733, ;,713.%1 4,732,687
British West In-
dies and Ber-
mudd.......... 188,073 | 266,183 | 1,520,591 | 653,852 | 1,658,664 | 020,015
o RIS T RO B71,506 (1,810,858 | 1,788,337 |1,257,005 | 2,600,843 | 3,007,458
PADAINS . .. .o0as)ee 500,009 |1,139, 889 838,007 84,518 | 1,338,106 | 1,224,407
Mexico, Haiti, and
Dominican® Re-
it 964,563 [1,601,412 | 2,203,413 | 787,837 | 3,167,066 | 2,479,249
Central América
and West Indies,
except British...| 66,853 | 300,150 | 1,108,620 | 606,107 | 1,265,503 | 996,347

Total........[,395,082 [7,296,777 (10,355,001 [a,m,:m 14,750,083 [13, 420,158

Out of 88,805,261 net tons of sbipp!ﬁ cleared on ocean voyn&res to
foreign ports during the fiseal year ended June 20, 1916, 9,745,052 net
cent; in the fiscal year 1914, ount of
324, or 13 per cent, were American.
k‘om.—lne!t:dlng frequent but 'short fresh-water forelgn trips to
Canada ncross the Great Lakes and Bt. Lawrence, Amerlcan tonnage in
1916 was 34 per cent of the total. Detailed figures will be printed in
the Monthly Summary of Forelgn Commerce of the United States,
June, 1916, to be issued by the Dureau of Foreign and Domestic Com-
merce about the middle of August,

Mr. FLETCHER. According to figures compiled by the Bu-
reau of Foreign and Domestic Commerce, the foreign trade of
the United States for the fiscal year ended June 30, 1916,
amounted to $6,525,000,000. Of this, exports amounted to
$3,870,000,000 ; increase of exports over preceding year, $1,576,-
411,000 ; increase in imports, $541,025,000.

Our shipping bound for Europe, expressed in net tonnage
clearances to European countries, was, in 1916, 19,926,665 tons,
08 ngainst 20,040,191 tons in 1914 ; but it should be remembered
that much of the 1914 tonnage was for the passenger traffic,
which in 1916 was relatively small.

Clearances from our ports for South America were, in 19186,
2.710,073 net tonnage, as against 2,429,650 in 1914.

The tonnage clearances from the United States to ports in
Asin, Australia, the Philippines, and foreign islands of the
Pacific increased from 1,996,105 net tons in 1914 to 2,374,272
net tons in 1916,

There has been a decrease in clearances to foreign seaports
on or near the coasts of North America from 14,750,083 in
1914 to 18,420,158 in 1916.

These decreases were due to conditions in Mexico, Haiti,
Dominican Republie, and West Indies.

Foreign clearances of American ships show a gain in North
Ameriean waters. To Cuba, Panama, and Central America
Ameriean tonnage more than doubled in the year.

‘Ont of 38,895,261 net tons of shipping <cleared on ocean voy-
ages to foreign ports during the fiscal year ended June 30,
1916, 9,745,082 net tons were American, or 25 per cent; in the
fiseal year 1914, out of 39,622,486 net tons, only 5,141.324. or 13
113:' e)ent. were American. (Commerce Reports, p. 407, Aug. 1,
1916.

So it appears our foreign trade has been increasing, notwith-
standing it is interfered with in some gquarters by war condi-
tions. The need for carriers is great now, since at least one-
third of the world's shipping is out of commission—perhaps one-
third of that a total loss, and, of course, can not reappear when
the war ends.

After the war the demand for shipping will be greater than
ever. The supply will be shorter yet. This condition consti-
tutes a world-wide problem. It will be the height of folly for
the United States to delay action looking to its solution, at least
s0 far as it affects us. We can not hold the trade we now have
unless we increase our shipping facilities. We can immensely
extend and increase that trade if we pursue the right course.
We can take our proper place on the seas if we will. If that
is done, commercial leadership will be assured for all time.
The opportunities are here; shall we take advantage of them?

The question narrows down to that.

The proposal by this bill Is to take care of our needs for naval
auxilinries. I will not dwell on that. No one denies the
existence of that need.

Further, the proposal is very similar to that involved in the
establishment of the War-Risk Insurance Burean. The effect
there was to afford insurance when it could not be obtained
elsewhere and to reduce the abnormally high rates to a reason-
able and equitable basis.

That bureau has been In operation two years and has made a
profit of more than $2,000,000 and at the same time supplied
an agency that was needed and served a great public purpose.

tons were American, or 25
49,622 486 net tons only 3,141

We may hope for similar results if this bill becomes a law.

The claim that ships can not be built within two years is an-
swered by the testimony found in the Senate hearings, pages
278, 279, and so forth. As to the existing yards, a list of them
was furnished in the House henrings, at page 41.

ADMISSION TO LICENSE AND ENROLLMENT.

These vessels will be built or aequired by American money—
indeed, by Government money. It can not be satisfactory to
the people of the country, whose money is used for the building
or purchasing of these vessels flying the flag of the United
States, to have them denied the right to engage in our coast-
wise {rade. They are ships supplied by the Government and
they should be privileged to sail anywhere water will take them,
to serve the commerce of this country, whether forelgn or do-
mestic. There can be no sound reason urged to deny them
access to the coastwise trade of the United States, no matter if
it be conceded that at present that business is adequately cared
for and served.

Mr. GALLINGER. Mr, President, will the Senator permit
an interruption?

Mr, FLETCHER. I will; certainly.

Mr. GALLINGER. As I understand, this legislation is pri-
marily designed, if not entirely so, to build up our foreign trade,
to provide ships for over-seas commerce. The coastwise trade
is fully supplied with ships. Four hundred thousand tons of
shipping from the coastwise trade has been put into the foreign
trade during the last two years. Now, why the necessity of put-
ting these ships—some of which will be built abroad or pur-
chased abroad—into the coastwise trade? There is no need of it.

Mr. FLETCHER. I will say to the Senator that I do not
myself at present see any necessity for that, but I ean see a situ-
ation which would make it very desirable,

Suppose we had one of these ships, for instance, engaged in
trade between New York and Liverpool. Suppose upon that
ship bringing a cargo to the United States she should find that
she would have to get a return cargo in New Orleans or in Gal-
veston. Now, would the Senator have that ship go all the way
from New York to New Orleans or Galveston in ballast? Wonld
he not permit her to take passengers or to take freight between
New York and Galveston, to which port she is going in order to
get her cargo to return to Europe? She counld not do that unless
gl.:adwere allowed to be licensed and enrolled in our coastwise

e,

Mr. GALLINGER. My position is that, inasmuch as we have
an abundance of American ships—indeed, a surplus of American
ships—in the coastwise trade to-day, I would not have one of
them displaced by a ship of this kind, which might have heen
built abroad or purchased abroad. If you put such a ship into
the coastwise trade, you must of necessity deprive some .\merican
ship of that trade. It goes without the saying.

Mr. FLETCHER. I am in favor of the principle that ouly
ships flying the American flag shall engage in our coastwise
trade; but all of these ships will fly the American flag. All of
them will not only have American registry and sail under the
American flag, but they will be acquired by American money, the
money of all the people of this country. Now, why should they
not be allowed in that trade?

Mr. GALLINGER. The Senator from Florida remembers the
contest we had two years ago, when it was proposed that we
should admit foreign ships to the coastwise trade, but the Senate
did not agree to it. the vote being 20 for it and 40 against it.
Now, is not this putting the nose of the camel under the tent,
and does it not mean that another effort will be made in the
near future to open our coastwise trade to all foreign ships, just
as the attempt wus made two years ago?

Mr. FLETCHER. I do not think so, Mr. President. My judg-
ment about the matter is that these ships, however, which ara
American ships, owned by Americans and flying our flag, even
though primarily enguged in foreign trade, ought to be permitted,
when they go from one port of this country to another port In
connection with that foreign business, to carry passengers or
freight between our ports. That Is my view about it.

Mr. GALLINGER. I will say to the Senator that if some of
us could have the assurance—which we ecan not have, I take it—
that those who are trying to open the coastwise trade to foreign
ships would be content with letting only these ships go info the
coastwise trade, it would not be very serious; but inasmuch as
the effort has been made heretofore to open our constwise trade
to all foreign ships, and this is a beginning in that direction, I
have very grave fears as to what the result will be if the Demo-
cratic Party continues in power, which I do not believe it will,
fortunately., I will say to the Senator that if that feature of this
bill could be eliminated it would have a much easier passage
through the Senate than it will have with that feature in it.
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Mr. FLETCHER subsequently said: I ask permission to in-
clude as a part of my remarks without reading the advertise-
ment that I referred to of American and neutral steamers offered
for sale by the Marine Trading Co., and of the Standard Ship-
building Corporation offering for sale standard cargo steamships
and the details of new contracts in June and vessels completed
during June,

There being no objection, the matter was ordered to be printed
in the REecozp.

[From the Marine News, July, 1916.]

AMERICAN AND NEUTRAI STEAMERS OFFERED FOR SALE—FURTHER PAm-
TICULARS FURNISHED OX HEQUEST.

No. 21:!2é American, 200{)3]2 W.3 Amerttcadnuhnut, %S&é. armgmo&u.-
tlons for 360 passengers nots, prompt dellve: ‘acific coas’

No. 203. American, 2ﬁOO +; American hulft, 1913 ; prompt de-
livery, Atlantic port.

No. 204. American, 2,800 D. W.; American built, 1908; 10 knots;
prompt delivery, Pacific coast.

No. 2056, American, 330 D. W.; American built, 1911; 11 knots on
110 barrels; prompt dellverr c{m: coast.,

No. 208. American, 4,200 D. W.; American built; 10 knots on 125
barrels ; dellvery July. P:u-lﬂc coa!rt.

No. 207, American, 2900 D. W.; American built, 1800; 12 knots;
delivery October or November, Orient December, Pacific coast.

No !0 American, 3,500 D. W, .Ameri.mn built, 1912 ; delivery July,
wnthem port

No. 209, American, 5,000 D, W.; American built, 1912 ; delivery July,

New York.
Urnguayan, 5,000 D, W.; built 1899 ; 9 knots on 154 tons;

No. 210.
prompt delivery, Buenos Aires, )
No. 211. Uruguayan, 4,200 D. W.; built 1889 ; 8 knots.
No. 212. Uruguagan. 3,600 D w.. built 1890 ; 8} knots.
a ﬁo 213. G W.; built 1892; 8 knots on 17 tons; prompt
eliver,
Greﬁk 5,250 D, W.; built 1906; 9 knots on 18 or 19 tons;

Jnl

éreek, '.' 000 D, W.; bailt 1912 10 knots on 22 bnns : prompt
de.llverg London.

16. mk 5,960 D. W.; built 1898 9 knots on 17 toms.

No. 217. Gl‘eet 5,360 D. W.. built 1908 ; 93 knots on 16 tons; prompt

dellver Enropm
o. 318. Greek, 5.%‘60 D. W.; bullt 1905; 9 knots on 18 tons; prompt

delivery U. K

No. 219. Greek, 5,900 D. W.; bullt 1898,

No. 220. Greek, 5.360 D. W s I:ruilt 1908,

No. 22L Nnrweg:l-nn. 5.30 W built 1899 ; 9 knots on 16 tons.

No. Norwegian, 5,300 ; built 1899 ; 9 knots on 20 tons.

No. 223 Norwegian. 5.800 D, w.. built 1899,

No. 224, Norw 5,800 D, W, ; 1399
No. 225. Neutral, 8,250 D. W.; bu.llt 1900 9 knots on 17 tons; dellv-
ery August, South American port.

No. 226, Neutral, 7,200 D, W.; built 1889; 12 to 14 knots; delivery
August, European port.

No.227 Spamsh, 7,000 D. w.buﬂtmﬂo 8 kpots on 22 tons.

No. 228, Epanish, 5,800 D. W.; built 1898 ; 93 knots on 23 tons,

No. 229, Spanish, 6,950 D, W.; built 1800 ; "10 knots on 26 tons,

No. 230, Epanish, 6.000 D. W. i built 1800 ; 8 knots on 20 tons.

0.
deliver
0. 915,

No. 231, & ish, 8.000 D. W built 1900 10 knots on 23 tons,
No. 232. I\orwegiu gross 418 net 1 543 built 1808,
No. 233. Norweglan, gross ﬁ. .423 built 1899 ; prompt de-

livery, American port.

No. 234. Norwegian, gross 4,370, net 2 built 1898.

No. . Norwegian, gross 2,111, net 1.2!12. built 1912; delivery

Jnlr. American port.

No. 236. Norweglan, gross 8,581, net 2,280; built 1896; delivery
A et hppmwg.;t 2,872, net 2,018; built 1882,

No. orw ne

No. 238, Norweglan, gross 1,378, net 860; bullt 19063 delivery July,
2,979, net 1,878 ; built 1904.

. 239. Grecek,

. 240. Argentine, gross ﬁﬂ, net 409 built 1890 ; delivery July,
. 241, Neutral, 5,300 D. W.; bullt 1904 ; 9 knots on 18 tons.

. 242, Neutral, 3.600 D. W.; bullt 1800 ; 8 knots.

. 243, Neutral, 6,320 D. W.; built 1900 ; 9 knots on 21 to 22 toms.
. 244, Neutral, 3,600 D. W.; bullt 1890; 8} knots on 15 tons.

SAILING VESSEL.

No. 245. American schooner, 4 masts, about 1,500 D. W.; American
built ; prompt delivery, New York.
MARINE TRADIN
8 Broad Street, New i’ort.

[The Marine News, July, 1916.]

STANDARD SHIPBUILDING CORPORATION—SHIPRUILDING PLANT, RICHMOND
BOROUGH, N. \'-—Cﬂ.'!.' O)PFI(’H’, ¢4 WHITEHALL STREET, xsw YORE—
CABLE ADDRESS, ‘' DOWNEYARD,” XEW YORK,

e speciallze on the constroetion of * standard ecargo steamships™

of about 7,300-ton dead-weight capacity. 5

Dimensions: 302 feet by 52 feet; 23 feet 8 inches loaded draft;
speed, 10} knots ; between decks; class!ﬁcntion 100-A1 British Lloyds
or equiva ent. . > A I

The output of oar shipbui d].ng plant is sold for deliveries up to
March, 1917. Wr offer for sale * standard eargo steamships * rm? de-
livery, one each month, during the balance of 1917.

Offers of purchase of one or more of these * standard ca
s.hips ' are solicited, and will be filed in the order received an
&l:or sale, will acted upon in that order. Sales wil

at ms and times to be fixed by our board of directors.
WaLLace DowNEy,
First Vice Pregident and General Manager,

0 Btg&lll-
subject
1 be closed

Details of new contracts in June.

Vessels, owner, trade, probable date of launch. e | wendi
Great Lakes Towing Co."
No. 41, bullder’s account, towing. ..cceeesecncecesccssnananns 20 9
No. 4:! builder’s acconnt, towing. . .....ociviiiciiennnanacans 90 9
Manitowoe Shipbu & Dry Dock Co.
No. 84, F. Dyer wler, Oet. 1, 191&’ ................... 300 10
No. BO. BOrgRansen, CATRO |oeee oo v veemremeennrnn 2, 500 9
No. 51, Berghansen, cargot .......... 2, 500 9
No. 82, Rmaviq&lahmu,w 2,2501......- .
No. 83, HmmevliI mgo v as 2,260 .:.. .00
Merrill-Stevens Co.: No. 92 S 3
Moore & Scott [ron Works:
B 1,000 |.
1,000 |.
300 |- .oaaaa

Do P
No. l1)33’! C. Hannevlg, cargo !
No. ]1)335 C. Hannevig, cargo !
No. 11)339 C. Haanevig, cargo!

Standard Shipbnilding Corporation
No. 4, builder’s account, carzo

- e

.
.
.
[
o o o ot o ok

o

2 EB82EEE 3288 888 gsg2asess

oonnaa ooso

No. 148, not given, bulk ofl . 1
No. 149, not given, bulk oil 11
No 150, not given, cargo 1
No. 151, not given, cargo. s 11
No. 152, not given, cargo o 11
No. 153, not given, cargo. y 11
No. 17, W. C. Gilbert, eargo. 9}
Willamette Iron & Sted Works & Norﬂ:wost Steal Co.: John
Erland, John Erland, cargo, April, 1917. ... coivoeono oot 5, 10%
1 For I owners.
2 Probable of launch: No. 1, March, 101? No. 2, May, 1917: No. 3
1917; No. 4, December, 1917; No. f'IS, June 1, 1917; No. 149, July 1, 1917; No.
May 20 1917 No. 151, Jl.mi 20, 1017; No. ua, Jnly 31, 191?. No. 1&1, Oct. 1, 1017;
No. 17, Mar. 30, 1917.
TVesscls completed during June.
Gross |8
Veasel, owner, type, and trade. tans %
American Shipbuilding Co.: D. Q. Kerr, Pittshurg Steamship
e O SR R S O S e 7,756 10
I-:llicott mhlm(.arpanim.l’ R. R. No. 6, Pennsylvania R.
....................................... 191
rmnimsnxpimmmgm-pmumsmmnmmm =
......................................... 78
Great Lakes Works: Maitland, Toronto, Hamilton 5 108
. & Buflalo Ry. Co., car ferry, foreign. ... .ocvecesenrosacannnuns 2,757 13
Harlan & Ho orth dleford,
PanAmau'imn roleum& I‘mns;)ml:o., u]l:oil 1 33 4,787 n
M Dock Co.: George A. Wallace,
Cit, oIClm‘slanﬂ O B DORE . asomssinssdige b anesps g i 112 9
New York B]:.Ipbuﬂdl:&‘&o. tmd.ml Arrow, Standard Trans-
partationCo. B SR T,™ u
ld %rd 0fl Co. of New Jersey, bulk oil, foreign. . 1,930 7
Starlite, tandard 0il Co. of New .‘lwsoy‘, bulk oil, foreign.... 1,930 7
nion lron Works Co.: Acme, Standard Transportation Co.,
T R e PR S e e n 6,395 u

The PRESIDING OFFICER (Mr. Camton in the chair).
Thetbill is as in Committee of the Whole and open to amend-
ment.

Mr. GALLINGER. I suggest the absence of a quorum.

The PRESIDING OFFICER. The Secretary will call the rolL

The Secretary called the roll, and the following Senators an-
swered to their names:

Bankhead Johnson, 8. Dak. Reed Taggart
Brady Kenyon Robinson Thomas
Bryan Kern Shafroth Thompson
Chilton La Follette Sheppard Tillman
Cul n Lane Simmons TUnderwood
Fletcher Martin, Va. Smith, Ariz. Vardaman
Gallinger Nelson Smith, Ga. Warren
Hardwick O'Gorman Smith, 8. C. Weeks
Hollis Overman Smoot Williams
Hughes Penrose Sterling

Husting Ransdell Swanson

Mr. LANH. I desire to announce the absence of my colleague
[Mr. CEAMBERLAIN] on official business.
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The PRESIDING OFFICER. Forty-two Senators have an-
swered to their names. There is not a quorum present. The
Secretary will call the roll of the absentees.

The Secretary called the names of the absent Senators, and
Mr. Crarp, Mr. DiLuiNgHAM, Mr. PHELAN, Mr. Prrraaw, and Mr,
SroxE answered to their names when called.

Mr. Braxpecee and Mr. Lewis entered the Chamber and an-
swered to their names.

The PRESIDING OFFICER. Forty-nine Senators have an-
swered to their names. There is a quorum present.

Mr. PENROSE. Mr. President, I ask to have the names of
those Senators who are present read.

The PRESIDING OFFICER. The Chair does not know of
any rule for that.

Mr. PENROSE. I ask to have read the names of those Sen-
ators who are recorded as present.

The PRESIDING OFFICER. If there is no objection, it can
be done. The Chair hears none, and the Secretary will read
the names.

" The Secretary proceeded to read the names of the Senators
recorded as “ present,” and was interrupted by

Mr. STONE. Mr. President, I may be a little too late, but I
wish when the Secretary reads the name of the Senator from
Pennsylvania [Mr. PExrose] to pause a moment and empha-
size It.

Mr. GALLINGER. Mr. President, I make the point of order
that nothing is in order during the recapitulation.

Mr, WILLIAMS. It is just as much in order as the previous
remarks of the Senator from Pennsylvania,

The PRESIDING OFFICER. The Senate will observe that
the Chair said it could be done, without objection. There was
1o objection, and therefore it Is being done.

The Secretary resumed and concluded reading the list of
Senators present.

Mr. PENROSE. Mr. President, I rise to a question of privi-
lege. For some time there has been dissatisfaction on this side
of the Chamber with the way the names have been taken down
in counting a quorum. To put it mildly, it seems to me at least
that the greatest carelessness has prevailed. It is the duty of
the majority to maintain a quorum here, but almost every day
the quorum has been maintained largely by the help of the
minority. This morning the Senate was held up for one-half an
hour or three-quarters of an hour, the majority not being in their
seats., It is this kind of laxity in the conduct of the legislative
business that has delayed the appropriation bills far past the
beginning of the fiscal year and kept us here far into the
sumimer.

I want particularly, Mr. President, to call attention to the
name of the senior Senator from Texas [Mr. Coreerson]. He
is recorded as having answered to the roll call. I did not hear
that Senator answer, and I certainly did not see him in the
Chamber. I ask that that name at least be stricken from the
roll of those who answered to the roll eall as being present.

The VICE PRESIDENT. The Chair has no power to do that.

Mr. PENROSE. Can not the roll be corrected?

Mr. MARTIN of Virginia. The Senator from Texas was here
and responded to his name.

Mr. PENROSE. Did the Senator from Virginia see him?

Mr. MARTIN of Virginia. I saw him in the Chamber,

Mr. PENROSE. Did the Senator hear him answer?

Mr. MARTIN of Virginia. I will state that he was here, and
he has been here much oftener than the Senator from Penn-
sylvania.

Mr. PENROSE. That may be.

my record on that.

Mr. WILLIAMS. Mr, President—

Mr. PENROSE. I will yleld in just a moment. I want to
impress the importance and necessity of having the roll call
more carefully conducted and to see that Senators are bodily
present in the Chamber and not in the corridor or in their com-
mittee rooms.

Mr., SHEPPARD. I wish to state that my colleague, the
genior Senator from Texas, has been detained from the Cham-
ber on account of official business in his committee room. He
entered the Chamber and answered to his name on the roll eall
and immediately returned to his committee room. My col-
league's attendance record will compare favorably with that of
any other Senator.

Mr. WILLIAMS. Mr. President, I want to say that there is
not any Member of this body who does not recognize the perfect
propriety of making a mentor and monitor out of the Senator
from Pennsylvania when it comes to the subject of the duty of
Senators to attend in their places here. It is the first time.

It would not be hard to beat

perhaps, In the history of the. Senate—though there may have
been other occasions of like character, I do not know assuredly,

but the first time that I remember—when a Senator insisted
upon having the names of those who were present read. The
Senator from Pennsylvania insisted upon it. I do not know
whether it was because he is so seldom present that he thought
the fact of his presence ought to be noted, celebrated, or that he
thought that whenever he is here the names of those who are
present, his chiefly among them, ought to be read.

Mr. PENROSE. Will the Senator permit me?

Mr. WILLIAMS, If the Senator from New Hampshire [Mr,
GALLINGER] had asked that the names of those present be read
whenever he was here, or the Senator from Utah [Mr. Saoor]
had asked that they be read whenever he happened to be here,
or I had had asked to have them read when I was here, or the
Senator from North Carolina [Mr. Overman] had had them
read whenever he was here, it would take up nearly all the
time of the Senate. But I agree that there is nothing more
proper, nothing more replete with the lesson of the duty of
attendance, than having the names of those who are present : ad
answer to their names read, whenever and wherever the Senator
from Pennsylvania happens to be one of them.

Mr. GALLINGER. Mr. President, I rise fo a question of
order. I dislike exceedingly to interrupt the Senator, but no
announcement has been made as to whether there is a quorum
present or not.

The VICE PRESIDENT. The Secretary informs the Chair
that the former occupant of the chair announced that a quorum
was present.

Mr, GALLINGER. I did not hear it.

Mr. CHILTON. I announced it when in the chair.

Mr. WILLIAMS. I do not know whether I am in order or
not, but I am just as much in order as the Senator from Penn-
sylvania was when I took the floor and he sat down.

The VICE PRESIDENT, The Senator is talking on the ship-
ping bill, and while he speaks within the rule he is in order.

Mr. WILLIAMS, If it is the shipping bill, then ships have
to have a free sea to sail upon, of course, and we ean talk about
almost anything ; but I was merely calling attention to the fact
that if anybody at all were appointed to see to it that we were
always here and that we attended the sessions, it ought to be
par excellence the Senator from Pennsylvania.

As I grow older I am beginning to think sometimes that T
fail in my memory, that my power of recollection seems to grow
less, but I have regained confidence. The other day when the
Senator from Pennsylvania eame into this body, notwithstanding
the long lapse of time, I recognized him at once, and a great
many Senators complimented me upon knowing who he was
without having to take any time either to study his features
or ask any questions concerning him. After so long a time I
regarded it as a test of my powers of observation and memory.

If it is in order, I should like to move that hereafter whenever
the Senator from Pennsylvania is present the Secretary shall
ipso facto read the names of these who are present and answer
to their names.

Mr, FALL. Mr. President, I should like to make a parlia--
mentary inquiry for information. Does the particular clause
now under discussion relate to steamships or to ships that need
a breeze to drive them over the sea—wind, in other words?

The VICE PRESIDENT. That is a parliamentary question
which the Chair submits to the decision of the Senate.

RAILWAY SECURITIES.

Mr. WEEKS. Mr. President, it is my intention to discuss
within two or three days some phases of the shipping bill which
is now before the Senate, but this afterncon I am going to
discuss briefly another subject.

Some days ago when the Army appropriation bill was up for
consideration the senior Senator from Wisconsin [Mr. La
ForreTTE] discussed the question of railway capitalization, and
during the discussion some question was raised about the state-
ments made by the Senator. I announced that later on when
I had obtained definite and aceurate information I would ad-
dress the Senate upon that subject. 1 now intend to refer in
detail to that subject. In order that there may be clearly be-
fore the Senate the subject which I want to discuss I wish to
read from the Recorp what the Senator from Wisconsin ac-
tually said:

The railroads of this couniry have been built, and can be rebuilt to-
day, even with the advance in the cost of material, upon which the
Senator from Nevada [Mr. NEwrLaxps] has dwelt at such length, for
the bonded indebtedness of the iaflroads of the United States. It is
the history of all railroad bullding, sir, that the people have furnished
the capital that bullt the railroads. The Senator from Massachusetts
shakes his head in dissent. I give this as the uniform method of rail-
road construction. 1If there be exceptions to it, my study—and it has
beenedm!at;sunnbly diligent, beginning back thirty-odd years ago—bas
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Rallroads are bullt in this way : A company 1s o ized and secures

a right of way. The right of way 1s gotten with the payment of but
little money. Communities, counties, States are stimulated to believe
that the building of the railread will be a tremendous advantage to
them, Their cooperation is secured In the bonding of the towns, in
the honding of the citles, in the bonding of the counties. In many
ecases farmers have given farm mortgages to promote the hnlldine‘f of
railroads in this country. The right of way Is secured—secured by
g'!rﬂ:éd by donations. On top of it the bonds of the communities are
offered.

Then, Mr. President, a construction company is organized. The con-
struction company takes over the company that secured the right of
way, and takes over all it has. Then the comstruction mmpmi pro-
ceeds to carry out the construction of the road in a very rough and
elemental way. Then it presents to the financiers the proposition of
bonding the entire enterprise. It i1s the histery of rallroading in the
TUnited States that the amount of bonds which have been issued upon
each of these enterprises has been sufficlent to cover all the nses of
gecuring the right of way, all the expensea of organization, all the ex-

nses of agents to work upen publle sentiment ; every dollar of ensa
r:!ncmded in the amount for which the property is finally bonde

The bonds are 1ssned, the rallroad is ; and stocks are then
issued, which represent no dollar of money, which go into the hands of
the promoters of the enterprise as a clear gift.

It is that proposition, Mr. President, which I intend to contro-
vert so far as 1 can, not because 1 have any direct or personal
interest in it but because I think it is of vital importance to the
people of this country to know whether or not a statement
made on the floor of the Senate by a leadimz Senator, which
charges that no money whatever has gone into railroad stock,
is correct.

We depend for our railroad construction and our railroad
development, as the Senator from Wisconsin has said, on the
money of the people which goes into the enterprise. If it is
true that no money whatever has gone into rallroads against
which stocks have been issued, as is charged, then it Is a vital
matter from the standpoint of the people of the country; it is
especially a vital matter to them in making their investments.
Furthermore, it is of importance in the future, because we
must develop our railread properties to meet the increasing de-
mands which are constantly coming up. The late James J. Hill
said not long ago that within a short time—I think within
three or four years—that something like $4,000,000,000 would
have to be spent on railroad improvements and railroad devel-
opment in order to bring the railroads up to the conditions re-
quired by the shipping and traveling public. We have plenty
of examples before us, which have occurred within the past
year, of the incapacity of the rallroads to handle the business
that has developed as a result of the European war.

My observation is that our people are not greatly agitated
about the rates which they pay for passenger or freight trans-
portation, but that they do demand that there shall be good
service given. The truth is that our freight rates in the United
States are materially less than are the freight rates of any
country in the world, and that the passenger rates, with the
exception of third and fourth elass rates in European countries,
are as low as are the rates in other parts of the world. It is
not a question of complaining of the rates, but it is a question
of getting the service which the people demand. In order to
get that service, additional money must go into the railroads;
in order to get that money, somebody must sell the securities
which the people must buy to obtain it, unless we are going
to take over the railroads as a governmental function, which,
I am fearful, might be the result if the Democratic Party
remained long enough in power. If that is true, and if we
must go to those sources for the money with which to develop
our railroads, and if it is true that the stocks of the railroads
now issued are not represented by property investments, but are
purely profit to somebody, then it is going to produce a hesitation
on the part of the investing public to put their money into rail-
road securities. That hesitation does exist to-day.

I am not going to discuss railroad rates, whether they are
too high or whether they should be increased, as has been re-
cently proposed; but I am going to say, Mr. President, with an
assurance of the correctness of my statement, that there is
great hesitation about putting capital into railroad securities
at this time. That is definitely shown by the prices at which
railroad securities are selling. Certainly the railroads of the
country have never had more prosperous times in volume of
business than they have had during the last year. It would be
impossible for them to profit any more than they have during
the past year, unless rates are increased, because, generally
speaking, and especially in the case of the eastern railroads,
they have been doing all the business they eould possibly handle,
and very frequently there have been blockades due to their in-
eapaeity to handle the business. Even under those circum-
stances, however, railroad securities are a lagging feature in
the market; they do not bring the prices on the returns paid
which railroad securities brought 10 years or even D years ago.

There must be a reason for this, and the reasen undoubtedly
is that there is a feeling that the investor ean not obtain a
fair return on his investment if he puts it into railroad securi-
ties with an absolute certainty of the integrity of the invest-
ment. I feel that way myself. Railroads have been so re-
stricted that the difference between gross and net is constantly
diminishing.

Now, to show, Mr. President, the prices at which railroad
securities are selling at the present time, I want to quote the
prices of some of the bonds and stocks of the very best rail-
roads in the United States. It is true in the case of the bonds
which I shall quete that their price depends somewhat on the
length of time they have to run. Of course, if a bond matures
within a short time, it is going to sell at very nearly par, while
it might sell at materially less than par if it had a long period
to run. I am taking the very best railroad bonds, first mort-
gage or general mortgage bonds in each case. It will be seen
what a satisfactory return ean be obtained from investments in
these securities if there is the confidence which should go with
investments of that kind:

g:fisnn, Topeka & Santa Fe general mortgage fours, selling
at H
sgghesapeake & Ohlo general mortgage four-and-a-halfs at

Chicago, Burlington & Quincy general mortgage fours at 93;

Chicago, Milwaukee & St. Paul general mortgage fours at 90;

Chicago & North Western general mortgage fours at 94;

Chicago, Rock Island & Pacific general mortgage fours at 84;

Erie general mortgage fours at 74;

Illinols Central general mortgage fours at 89;

Lake Shore general mortgage fours at 94;

New York Central general mortgage three-and-a-halfs at 82;

New York Central debenture four-and-a-halfs at 92;

Pennsylvania Railroad general mortgage fours at 99;

Pennsylvania 43 per cent general mortgage bonds at 1013;

Southern Pacific general mortgage fours at 89; and

Union Pacific general mortgage fours at 964. 4

It will be seen, assuming that those bonds mature within a
reasonable time, that every bond on that list is selling on sub-
stantially a 44 per cent basis, and, as I have said, they are the
very best railrond bonds which are issued in the United
States.

I noted In looking at the paper this morning that there were
being offered to the public by a New York banking house bonds
of the Minnesota Transfer Co., which company owns or con-
trols the lines of transfer railroad in St. Paul and Minneapolis
which connect the great systems running into those places, bonds
maturing in 1946, bearing 5 per cent interest, a first mortgage
on the property, at 102. Of course there could not be a much
better bond issued than that, and it shows that substantially
the best railroads are paying 5 per cent for the money which
they are borrowing under present conditions.

Now, let us take the prices of stock as a further substantia-
tion of the statement I have made. The average price of 50
stocks selling on the New York Stock Exchange yesterday was
85.14. The same stocks a year ago were selling at 77.17.
Everybody knows what a marked inerease there has been in
the selling price of securities during the past year. Some of
them have doubled in price. The stock of almost every in-
dustrial concern in the country which is listed on the stock
exchanges has inecreased from 25 to 50 per cent in price, and yet
railroad securities, including the standard railroad stocks of
the country, have only increased in price about 7 per cent.

The returns which investors may get from railroad stocks
are Indicated from the following prices, which T will read:

Atchison common stock, selling at 102, pays 6 per cent, and
has done so sinee 1907,

Northern Pacific stock, selling at 110, pays 7 per cent, and
has done so since 1903; and it paid an extra dividend in 1908
of 11.26 per cent.

The stock of the Chicago & North Western, one of the very
best-managed railroads in the United States, selling at 126,
pays T per cent, and has done so since 1902.

The stock of the St. Paul Railroad, selling at 94, pays 5 per
cent at this time, but pald as high as 7 per cent between 1902
and 1911,

Unlon Pacific stock, selling at 140, now pays 8 per cent, but
paid 10 per cent from 1907 to 1914,

Pennsylvania stock, selling at 116, is on a 6 per cent basis.

New York Central stock, selling at 104, is paying now 5 per

cent.

Louisville & Nashville stock, selling at 126, has paid from 6
to T per cent, except for the last year or two, during the period
to which I have referred in the other cases.
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In other words, these standard railroad stocks are returning
to the investor from 5% to 6 per cent.

Money has been relatively cheap in the United States during
the past year. Notwithstanding the great business which has
been developed, there has been an ample supply of money, and
I maintain that there is not a business or manufacturing concern
in the United States which has not been able to buy its money
cheaper than have the standard rallroads.

I want to see the public well served by the transportation lines.
They are the arteries of our Industrial life, and if they do not
gerve the public efficiently, if they have not the means to serve
the public efliciently, then we are going to have stagnation in
other directions. The very fact that we have developed a great
industrial business In the United States during the past two
years has been of material moment in connection with the trans-
portation problem, because if the transportation lines could not
serve the Industrial elements satisfactorily we would have been
unable to have developed our industrial production as we have;
but there has been great dissatisfaction with the way the rail-
roads have been able to serve the publie, and I wish to present
the reason given by one of these railroads for this condition.

The Lehigh Valley Railroad has been one of those most
severely criticized because it has been unable to handle its busi-
ness at its New York terminals, I wrote the president of that
road some time ago, asking him the reason for this condition,
and I read for the REcorp his reply to my letter:

LexicH VALLEY Rarnroap Co.,
153 Liberty Btreet, New York, Jarnwary 21, 1916,

MY DEAR SENATOR: I am In receipt of your letter of January 11, in
which you ask my opinion * as to the reasons for the present congestion
in the port of New York, its effect upon the general railway situation,
and its relation to the present shiptplng conditions.”

Your inqu involves a subject of vital interest to the railroads of this
country, and I have come to the conclusion that it is recelving the seri-
ous consideration of the authorities at Washington,

A short time ago I received a letter from the Secretary of the Treas-
ury asking for information on the same subject. Under date of Janu-
ary 7, 1 wrote to the Becretary, giving In detail, so far as it affected the
Lehigh Valley Rallroad, the embargo problem In the port of New York.
In summarizing this problem my letter to the Secretary saild:

“In replfv to that tion of your letter which states that the chief
‘pu of this inquiry is to find out how the commerce of the country
is be affected Injurlously or otherwise by the congestion and embar,
in question and how far the lack of adequate ocean transportation facili-
ties is responsible for this condition,” I would refer you to a compilation
contained in the Journal of Commerce on Wednesday, January 5, 1918,
This compilation shows that during the year 1915 there was & net in-
crease of 1,125 vessels arriving in New York from foreign ports, as com-
pared with the year 1914. In other words, we have considerably more
steamers coming to this port to-day than ever before.

“ It is true that despite this Increase i the number of vessels the

tonn of the vessels entering the port in 1915 was 032,058 less than in
1914, but in studying tonnage figures it must be remembered that the
two great an steamship companies have ceased pperations from this

ort, and many of the large vessels of other lines have been requisitioned
¥ their res ve Governments. It also should be remembered that the
largest of the vessels, now out of service, which swelled the tonnnfe
figures for 1914, were siprlmnrlly passenger ts, The great increase in
vessels devoted exclusively to frelght more than offsets, therefore, the
apparent losses shown In tonnage figures.

“ 1t would appear, therefore, that while we have had an increase in
the number of vessels coming to the port of New York, the chief cause
of the congestion is to be found in the fact that the rallroads were un-

repared to handle the avalanche of freight created in the United States
Eecause of ahnormal conditions abroad. The cause for this unprepared-
ness of the railroads to meet abnormal conditlons is to be found ln the
remarkable decrease In new construction work and purchases of equip-
ment in the five calendar years ending with 1914 as compared with the
five years ending with 1906, as follows:

New construction and equipment orders.

1902-1906 | 1910-1914 | Decrease.

il 25,501 | 14,787 e
New mileage built. )
Freight o sglscrnds 1,092,375 | 736,075 31
Locomotives ordered. 22,303 15,884 2

“Yon are famillar with the money market and therefore are aware
that railroad Onancing has become exceedingly difficult, not only be-
cause of the higher rates of Interest demanded for new bond issues,
but also because the h:nrtezﬂ.ll.lgP public became exceedingly timid in re-
gard to rallroad securities. his timidity was cauw by the multi-
plicity of burdens Staced upon the railroads by the Federal and State
regulative authorities, by Iincreased wages, Increased taxes, and In-
creased cost of supplies. Because of these adverse conditlons financing
for extensions became s0 difficult that new constructlon and equipment
orders feil off, as indicated above,

“1 regard it as profoundly important to direct attention to the fact
that, while the Industries of the United States were able to take care
of the abnormally large amount of business offered them as a result
of the war, the rallroads have not been able to dispatch the freight as
rapidly as in normal times. To my mind the demonstrated strength of
our industries shows clearly that the railroads must be able to keep
pace with industrial progress In this country. I am hopeful that the
congressional investigation sted by President Wilson will show
the disparity between Industrial and railroad development and that
as a result of such an investigation our Government will devote itself

to constructive rallroad legislation. If the rallroads and our indus-
tries are able to march side by side in our rational r!rvulopment I do
not think we need fear a recurrcnee of existing conditions.”

A short time previous to my receipt of the letter from the Secretary
of the Treasury I was asked by the Federal Trade Commission to
answer a number of questions regarding the development of our export
trade. To my mind the pregent condition in the port of New York
bears a very close relation to the Industrial development In which the
Federal Trade Commission i1s so keenly interested.

It must be obvious to you that the rallroads of this country are
interested in industrial expansion. 1 assume that it is the desire of
the Federal Trade Commission to encourage such expansion. DBut
there is a rractiml glde to such expansion which ean not be over-
looked. It Is true that ounr present volume of foreign trade Is abnor-
mal, and it Is also true that this country Is on the eve of a commerclal
g:vehoc%mieut which, if properly developed, can not fail to be generally

ne al.

It seems strangze to me, however, that one branch of the Federal
Government should devote iteelf to the broad pollcy of development of
our foreign trade withont some thought being devoted to the trans-

ortation facilities which would make that forelgn trade possible.

ve!o]gment of home Industries means Inereased production; Inereased
production means an increased volume of freight: and inereased freight
traffic must result In a comprehensive development of our rallroads,

Is it not fair to ask that if the Federal Government s to encourag
industrial development that It also give serious consideration to the
sort of constructive regulation of and legislation for the railroads that
will enable them to handle the heavy Increase In business which our
industries have shown themselves m]:mble of pmducln?'?

I am keenly interested In this entire problem and if this letter has
served to throw some light on a preblem which seems to be somewhat
puzzling, you are at liberty to make such use of it as you see fit.

Sincerely, yours,
E. B. THOMAS.

Hon. Joux W. WEEKS,

United States Senate, Washington, D. C.

That adds cumulative evidence to the statement I have made
that it is impossible—and I can bring any amount of the same
kind of evidence—for the railroads to finance themselves in
order to meet the industrial business conditions which have
developed. If such statements are to go broadeast through-
out the country as the one which I have quoted from the Sena-
tor from Wisconsin, that there has been no eapital invested in
railroads represented by stocks, then it is going to make in-
vestors more timid. It is true that in the earlier days—in the
seventies, possibly the early eighties—there were railroads
constructed in the unbroken West in the manner which has been
described by the Senator from Wisconsin. It was absolutely
impossible to get capital to go into the West at that time on
other conditions. It was necessary to offer a premium and a
possible speculative return on such an investment. Therefore
the bonds that were issued did pay higher rates of interest—
¢ and sometimes T per cent—and very often stock was sold at
a less price than par, and frequently, I have no doubt, was
given with the bonds in order to induce capital to go into an
untried field where the population had not developed and where
business conditions really did not warrant at the time the build-
ing of a railroad.

If any of us had been investors at that time, I think our own
conclusions would have been that we wanted to have some
possibility of a profit from the stocks If we were going to put
our money Into such enterprises. But that any such condition
has existed within the last 30 years I emphatically deny. The
manner of issuing securities by the great railroad companies has
entirely changed. In most States there are public-service com-
missions or railroad commissions which superintend the issu-
ing of securities; and I am going to demonstrate by instancing
a few railroads that the statement which I have quoted from
the Senator from Wisconsin has absolutely no foundation what-
ever.

I am going to take first what is considered by many the most
important railway system in the United States—the Pennsyl-
vania system—and I will read a letter which I have received
from the president of that road:

I will be very %lad Indeed to furnish you the information just as
requested in your favor of the Tth if you particularly desire it in that
way, but it has seemed to me, after reading the speech to which you
refer, that it would answer your purpose better if 1 were to sum-
marize the data, to meet the principal point In question, from the
records of the Interstate Commerce Commission, being returns made
to them under oath *in re investigations of rates, practices, rules,
and regulations governing the transportation of anthracite coal, I. C. C,
Docket 4914, and I will accordingly show it in this way:

Capital stock (from the date of incorporation, 1846, to Dec. 31, 1912) :
Par value issued $453, 910, 80T
Mind you, this goes back to 1846—

Cash value of proceeds e ocoomeeann $409, 501, 251
Commisslons .. $2, 252, 842
Stock issued as divi-
RIS Lo ol e, 19, 430, 000
21, 862, 842
—_—— 477,818,409
Net cash proceeds in excess of par value_ . ____ 23, 907, 602

(Par value of stock, $50; average sale price, $52.63.)
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That does not look very much as if any stock had been given
away to investors with bonds or in any other way. The treasury
of that company has benefited to the extent of more than
$23,000,000 by the sales of its capital stock in addition to its
par value during this period of 70 years.

Funded debt (from date of incorporation, 18406, to Dec. 81, 1912) :

Par value issued -- $491, 795, 976
Cash realized 478, 667, 000

Net eash Proceeds less than par vu.lue-_____-,.;,_ 13, 238, 970
Cash proceeds of capital stock and funded debt in excess
of par value from date of Incorporation to Dec. 81, 1912 10, 668, 627

In connection with the difference between the cash proceeds and the
par value of bonds, as you doubtless know, the amount realized from
the sale of bonds is largely refulated by the rate of interest which the
security bears. The average Interest rate on the funded debt of the
Pennsylvania Railroad Co. as of December 31, 19105, was 4.40 per cent,

So that for all this capital which has been used in the de-
velopment of the great Pennsylvania system the company has
received in cash $10,668,627 more than the par value of all
the stocks and bonds issued. It must be remembered, too, that
many of the bonds which have been issued in recent years have
borne a very low rate of interest, and therefore, for that reason,
they have frequently been sold at less than thelr face or par
value. It does not make a great difference to a railroad whether
it sells a 4% per cent interest-bearing bond at a material
premium over par, or whether it sells a 4 per cent bond at
a discount from par, thereby reducing its annual rate of in-
terest by one-half of 1 per cent; and in the case of the Penn-
sylvania road, as in some of the others to which I will refer,
the bonds have been sold at less than par for the reason that
they have carried a very low rate of interest.

I will not rest my case, however, on the showing made by
the Pennsylvania Railroad, but I will take another of the
great railroad systems of the country—the New York Central.

In the case of the New York Central road and its allied lines,
the following figures have been taken from the books of the
company, and are embodied in a letter to me from the presi-
dent of the company :

"The bonded debt of the New York Central, exclusive of equ.lpmtﬁ
trust certificates, amounts to $631,981,000; its outstanding capi
stock is $£249,590,460; total bonds and stock, $881,571,460.

During the 26 years from July 1, 1890, to July 1, 1916, the New
York Central issued a total of $160,162,180 of stock and a total of
$603,802,000 of bonds, which are now outstan . Of that amount
of bonds, approximately $131,000,000 were issued for the refundin
of bonds, bearing a higher rate of Interest, outstanding om July
1890, and the balance—approximately $473,000,000—was {ssued an
sold for corporate purposes other than refunding. The bonds issued
for refunding were issued at part or -better, and the remalnder was
sold at an average of 96.72 r cent of par. The discount on the
gale of bonds amounted to $15,5600,268.750, or 3.28 per cent on the
par of the bonds issued for other than refunding purposes.

The table which I shall offer and ask to have printed will
indicate that the average rate of interest on these bonds is just
about 4 per cent.

-The commissions paid on the sale of bonds amounted to $35,311,020,
or 0.879 per cent on the par of bonds issued. The interest paid on the
$£603,892,000 of bonds avera 4211 per cent on their par value, or
including the amortization of discounts and commissions, an average of
4,813 per cent of par.

All of the stock was sold at par or better.

You will observe that since July 1, 1880, new money for capital pur-
poses other than refunding has been provided by the sale for cash of
stock and bonds of the par wvalue of $663,000,000, in even figures. In
addition, and between January 1, 1900, and June 1, 1916, over $133,-
000,000 'out of income has been either reinvested in the property or
carried to surplus.

The price at which bonds can be sold depends, among other things,
on the rate of interest which they bear. Certain of the bond issues o
the New York Central, because of their low interest rate, have
sold at a discount. Other things being e&un.l. the greater the interest
rate the more a bond will sell for. From the company’s standpoint, the
financial result may be the same when it sells at less than par a bond
having a low Interest rate and when It sells at par or better a bond
carrying heavier interest. In fact, when a company sells a bond at a
discount the result is frequently more favorable to it, because, amortiz-
ing the discount over the life of the bond and adding it to the interest,
the company gets its money at less cost than it would have gotten it
for had it sold at a h'gher price a bond bearing larger interest.

The proportions which the securities so issued bear to total capitall-
zation appear from an inspection of the accompanying balance sheets,

They amount to about three-quarters of the total issues of
securities of the New York Central Railroad.

I send you a copy of a circular letter dated February 23, 1015, to
the stockholders. containing information as to the finanelal condition
of the cnmgr.ny. and also a copy of a pamphlet giving a history of the
New York Central, both of which I think you will find of interest.

I shall ask, after quoting two or three paragraphs from this
circular, Mr. President, to put it into the Reconv. It indicates
some of the methods of spending the money which has been
raised by this railroad company during recent years, ard the
reasons why the capital stock and the bonded indebtedness have
increased to such a degree. Ior example:

The more Important improvements made on the lines mow compris-
In%‘the New York Central Railroad since January 1, 1910, include:

urther comstruction at the Grand Central Terminal, at a cost of
$£30,000,000 (including commercial buildings), in order to meet the
requirements of an increasing passenger husiness, and to develop the
valuable real estate within the terminal area. The annual rentals
received from the Grand Ceatral Terminal amount to more than
£2,000,000, which should Incrense as further improvements are com-
pleted and become productive.

Acquisition of imgonant links In the company’s main line prevl-
ously held on lease, $14,185,000,

Four tracking between New York and Albany, including improved
signaling and new stations,.$15,931,000.

New passenger stationsa at Rochester and at Utlea, including new
engine terminals, new yards, and appurtenaacas, $6,886,000.

Slimination of grade crossings and enlargement of Gardenville yard,

276,000,
Hh_:rlggtoragmtion work between New York, Croton, and White Plains,
‘a%%rgeinmt and improvement of facilities west of Buffalo, $14,

That statement was issued by the New York Central Railroad
to explain the reasons for the issue of bonds which this circular
advertises, which were sold at about par; and it indicates the
tremendous amount of money which must be spent by railroad
companies in order to keep their systems up to the needs of the
publie.

I ask permission to put this circular in the REcorp.

The VICE PRESIDENT, Without objection, it is so ordered.

The matter referred to is as follows:

Toe New YoRE CENTRAL RaiLroan Co,
GRAND CENTRAL TERMINAL,
New York, February 23, 1915,
To the stockholders of the New York Central Railroad Co.:

The board of directors has authorized an Issue of $100,000,000 of
20-year 6 per cent convertible debenture bonds, which (subject to ap-
proval by stockholders and the public authorities having jurisdiction)
are hereby offered for subscription by the stockholders at par, to the ex-
tent of 40 per cent of their several holdings of record of the capital
stock of the company at 38 o'clock p. m. on March 19, .

Information as to the bonds and directlons for the guidance of stock-
holders will be found on the page which follows this letter.

The entire issue has been underwritten, the underwriters agreeing
;:o]?ke so many of the bonds as are not subscribed for by the stock-

olders.

These bonds will be the direct obligation of the New York Central
Railroad Co., formed by the consolidation of the New York Central &
Hudson River Rallroad Co. and the Lake Shore & Michigan Southern
Railway Co. and certain of their subsidiaries. As now constituted the
railro of the ¢ lidated pany comprises 6,050 miles of main
line and 14,670 miles of track.

The proceeds of the sale of the bonds will be used to fund an equal
amount of the company's now unfunded debt, which has been incurred
for the betterment ang extension of its railroads and in the acquisi-
tion of property. ;

The convertible bonds will carry an interest cl:’:n.ﬂ;e substantially the
same as that heretofore paid on the notes to be funded.

The more important Improvements made on the lines now comprising
the New York Central road since January 1, 1910, in

Further construction at the Grand Central Terminal, at a cost of
$30,000,000 (Including commercial buildings), in order to meet the re-
quirements of an increasing tgassenger business, and to develop the
valuable real estate within the terminal area. The annual rentals
recelved from the Grand Central al amount to more than
$2,000,000, which should increase as further improvements are com-
pleted and become productive.

el..%cqulslltion "srlini 5r%t links in the company’s main line previously
h on le » 5 A
Four-tracking between New York and Albany, including improved
aling and new stations, $15,931,000, .
ew passeﬁer stations at Rochester and at Utica, including new
engine terminals, new yards, and appurtenances. $6,886,000,
s3 2%131%1:[0:: of grade crossings and enlargement of Gardenville yard,

,216,000,
sslj:rlseg%'logcaﬁon work between New York, Croton, and White Plains,

' L .

Enlargement and improvement of facilitles west of Buffalo, $14,-

Bince January 1, 1900, the New York Central & Hudson River Rail-
road Co., the Lake Shore & Michigan Southern Rallway Co., and their
subsidiaries, now consolldated into the New York Central Railroad Co,
increased their resources by $658,000,000, of which over 8122,000.006
came from the sale of capital stock and over $114,000,000 [rom earn-
ings., The remainder came from the sale of bonﬂs. equipment trust
certificates, and notes.

During the same period more than $400,000,000 has been spent for
additions, bettermen new construction, and new equipment, The
following tables give the approximate figures:

Increase in resources gince Jan, 1, 1900,

From—
Capital stock $122 729, 000
Funded debt = 234, 621, 000
Equipment trust certificates 53, 782, 000
Notes 132, 743, 000
Income (reinvested in the property or carried to
g T W ] [ Ay SR 114, 242, 000
Lo e e e R D 6358, 117, 000
Disposition of the increase in resources.
For— =
Additions, betterments, and new construction-_—___ $246, 740, 000
New equipment___ 155, 837, 000
Stocks and securities acquired_ 161, 377, 000
Advances to affiliated companies 2

T2, 879, 000
Material, supplies, and working fund______________ 21, 479, 000
Total 6358, 117, 000
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The expenditures above mentioned have been made In order that the
companies might keep pace with the growth of thelr business and pro-
viile the facilities needed to enable them to perform their public service.
The benefits which have come from them are shown by the increases in
the gross of aﬁ:!ratln revenues (including auxillary operations), which
are set forth the following table:

Total, inciuding aux-
iliary

operations,
i e st
1902 102, 394, 000
1903 114, 983, 000
1604 114, 041, 000
1905 125, 000, 000
1900 157, 257, 000
1908 131, 971, 000
1909 770, 000
1910 158, 753, 000
1011 162, 263, 000
1912 175, 578, 000
1913 186, 805, 000
1914 168, 153, 000

Duriug the six years 1909 to 1914, Inclusive, the met corporate in-
come of the companies now consolidated, after the deductlion of charges
prior to the interest on the convertible bonds now te be Issued, has
averaged $21,792,000, while the interest charge on the new bonds will
call for $6,000,000,

When the convertible bonds shall be ontstnndi.n? the average of the
interest which the com y will pay on the total of Its bonded debt will
be 4.17 per cent, and the average interest upon Its equipment trust cer-
tificates wiil be 4.61 per cent.

In ev’cryafmr since its incorporation in 1869 the New York Central
& Hudson River Rallroad Co. dividends at the rate of not less than
4 per cent per annum, -

e consolidation of the New York Central & Hudson River Railroad
and the Lake Shore & Michigan Southern Rallway Cos. has brought into
the treasury of the New York Central RHailroad Co. securities of a book
value of approximately §218.000,000, part of which, representing
entire Issues of controlled properties, are not currently quoted. The
book value of the stocks which are currently quoted L about $100,-
00,000, compared with a present market value of over 1125.00 004,
These holdings Inciude stoeks of Reading Co., Pittsburgh & Lake Brie,
Mahoning Coal Railr Nickel Plate, Big Four, ete.

About T8 per cent of the company's investments In securities Is in
afillated steam roads, The interests of the company in street railway
or other local utilities are its holdings im the Mohawk Valley Co. and the
New York State Rallways, which during the iast five years have paid
the mm% an average of 6.75 per cent on Its investment,

During 1915 the increases in freight rates recently granted by the
Interstate Commerce Commission will become effective, and on the basia
of 1914 business wils result in adding about $3,500,000 to the company’s
income. Further Inereases In passenger rates whieh are now pendh:ﬁ
g‘inwhkh it is hoped will shortly become effective, will still further a

come.

Of the $658,000,000 which has been added to the resources of the
company since January 1, 1000, $237,000,000 has been derived from
income and from the sale of capital stock and $421,000,000 from the
sale of boods, equipment trust certificates, and notes, 8o scon as the
convertible bonds are sold and the ﬁ npglled to the ment of
notes which are npow outstanding all of the $421,000,000 Indebtness
above mentioned will have been funded with the exception of about
$32.000,000, which is offset by Indebtedness of other companles,

The New York Central & Hudson River Railrond Co. executed its
refun and Improvement mortgage, dated October 1, 1913, which,
now that consolidation has been effected, Is to be extended to Include
also the rallronds formerly of the Lake Shore & Michigan Southern Rall-
way Co. and of the octher rallroad companies inclu In the consolida-
tion. Of the refiunding and Improvement mortgage bonds, $40,000,000
have already been sol It Is expected that eventunllys'bonds issued
under this mortgage will provide for the capital requirements of the
consolidated company so far as they are to be met from the sale of
bonds. Owing to the unusual financial conditions now prevalling the
board of directors has declded that it is best to fund the now maturing
note indebtedness of the mmnpnny hg an issoe of debenture bonds, con-
vertible into stock, and to offer such bonds to the stockholders so that
those who snbseribe may share In the advantages which it Is expected
will come with the return of more prosperous years.

At the request of the company, and under the terms of the fiscal
agency arrangement of February, 1911, Messrs, J. P, Morgan & Co. have
formed a syndicate (of which are members) to underwrite the
issue at par. As fiseal nts they are to receive for their services their
stipulated commission 3?:3 per cent. The syndicate Is to recelve for
its underwriting o commission of 23 per cent. The company is to have
the benefit of all commissions on direetors’ subseriptions. To the ex-
tent that profits shall be realized by the syndicate in excese of its com-
missio the same shall be divided e%unlly between it and the com-
pany. nﬁo commissions are to be payable exc;{t in respect and to the
extent of such bonds as shall be actually issu

A special meeting of the stockbolders will be held on April 20, 1915
at the office of the company In Albany, N. Y., to authorize the issue o
the convertible bonds and an increase of $£100,000,000 in the nmount of
the eapital stock of the company to be used for the conversion of the
bonds so far as nired, and to authorize the leasing of the railroads
of the Ottawa & New York Rallway Co. and of the St. Lawrence &
Adirondack Railway Co., of which companies the New York Central
owns all of the capital stock.

Inclosed herewith Is a proxy for the stoekholders’ meeting, which
‘please sign and return to the sccretary at l;;(lml' early convenlence.

A. H. SmrTH, President,
DwicnHT W. PARDEER, Secretary.

INFORMATION AS TO THE DBONDS AND DIRECTIONS AS TO SUBSCRIFTIONS.

The convertible debenture bonds referred to in the foregolng letter
will be $100,000,000 in amount ; will be dated Mail 1, 1915 ; will mature
May 1, 1935; will bear 6 per cent interest from May 1, 1915 ; and will
be convertible, at the on of the holders, after May 1, 1917, and

rior to May i, 1925, into the common stock of the New York Central
ﬁai!roaﬂ Co., or of any successor company, as such stock shall be con-
stituted at the date of conversion, on the basis of per share for
the stock, the §0 being payable either in the bonds or in money,

The company reserves the right to retire all or an not less than
5,000,000, of the bonds on any lnoterest day or da uyg:r:.r after May 1,
918, at 110 per cent of par and Interest on $0 8 notice, but S0

called for redemption the bonds may be mnvertedlfnto stock up to 30
days prior to the date of redemption. Coupon bonds will be In denomi-
nations of $100, $500, and $1,000, and may be registered as to prin-
cipal. Reglstered bonds will be in denominations of $1,000 and such
muitiples thereof as the board of directors may determine; $100 bonds
and §£500 bonds, In aggregates of §£1,000, may be exchanged for a $1,000
bond, Coupon bonds for $1,000 and registered bonds will be inter-
changeable.

Stockholders of the New York Central Rallroad Co. have the right to
subscribe on or before April 20, 1915, for bonds at par to the extent of
40 cent of the par value of their several holdings of record of the
eapital stock of the company at 3 o'clock p. m. on March 19, 1915,

uhacr'lgtlnna will be able In three Installments, as follows: On
May 1, 1915, 50 cent; on*September 1, 1915, 25 per cent; and on
Oectober 1, 11515. per cent. To installments paid on tember 1 and
to installments pald on October I will be added interest at the rate of 8
cent per annum from May 1, 1915, to installment payment dates,
ubscribers have the rhfht to anticipate the payment of Installments by
making payment thereof on any of the | ment dates,

Warrants will be mailed to stockholders as soon as possible after
March 19, 1915, and wili uprd%the amount of bonds for which they
are severally entitled to subseribe.

The privilege of subscription will be accorded only to the holders of
subscription warrants for $100 or a multiple tlmra&:uti and to their as-

8, under assignments executed in the prescribed form on the back
the warrants.

Stockholders who desire to subseribe for only a portlon of the bonds
to which they are entitled and to sell their su ption rights for the
balance may exchange their original subscription warrants at the office
of the company in New York for subscription warrants, In denominations
of not less than $100 each, of an equal aggregate amount. Such ex-
change must be made on or re April 16, 1915. 3 »

For each fraction of a bond less than $100 a fractional warrant will
bhe imed‘ which may be surrendered on or before April 16, 1915, at the
offica of the company In New York, together with other fractional war-
rants aggregating in amount at least $100; and a subscription warrant
or warrants in the denomination of §100 or a multiple thereof, together
with a new fractional warrant, if required, of an te smount

nal to the aggregate amount of the surrendered fractional warrants,
ﬁll then be issued in exchange therefor, After April 16, 1915, no new
fractional warrants will be issued, and all fractional warrants outstand-
ing will be void and oL po effect.

Fractional warrants may be bought or sold In the market, but will
not be bonght or sold by the company.

The subscription warrants must be presented and surrendered with
the subseription made in respect thereof on the form to be provided on
the back o? sald subscription warrants. If the subseriptlon warrants
are nol 8o &resented and the required payment made, such subscription
warrants 1 become wholly void and of no valoe, and the privilege of
subscription will rease,

Upon payment of the first installment & n ble receipt will be
issued therefor, which mnst be presented when further instaliments are

id, so that soeh ments may be entered thereon. All receipts must
g: surrendered to the company before bonds are Issued.

Upon the making of final payment, ved bonds, or receipts ex-
changeable for engraved bonds as soon as latter are ready for deliv-
ery, will be issu

Fatlure to pay any of the Installments when and as payable will op-
erate as a forfelture of all rights in respect of the subscription.

Warrants will be issued and subscriptions will be received subject to
the approval of the issue by the stockholders and by the governmental
bodies l%mwwl:ut jurisdiction in the matter.

Mr. WEEKS. I will now take a rallroad system in another
seetion of the country, because it may be charged that the
method of financing in the East is different from that in the
West. In that connection I will read a letter from Mr. E. P.
Ripley, the president of the Atchison, Topeka & Santa Fe Rail-
way. Incidentally I want to say here, lest I forget it, that in
many cases in the building of western railroads 40 or 50 years
ago, where stocks were given with the bonds issued without any
additional cost to the owner of the bonds, there Nlave been
reorganizations of the roads, and such stocks have been wiped
out of existence. Furthermore, and incidentally, 45,000 of the
250,000 miles of railroads in the United States are at this time
in the hands of receivers. If one will take the time to go over
the railroad econditions which have existed during the last 30
years, it will be found that very much more than a majority
of the mileage of the railroads of the United States has been
at some time in the hands of receivers, and in many cases the
stocks which were subscribed for originally have been wiped out.

Mr. Ripley says:

ArcHisow, TorExa & SaxTa Fi Rarnway SYSTEM,
Ohicago, July 14, 1916,
Hon. Joax W. WEEERS,
United States Scnate, Washington, D. O.

Dear Mr. WeEgEs: In compliance with your letter of July 7 I am
attaching a statement showi sales to date of securities by the Atchi-
son Co. since January 1, 1 the date the reorganization of the com-
pany became effective, together with the proceeds of these sales. The
Atc Co. has not since thelr acquisition sold any securities of sub-

s cmggul.les. Furthermore, it has sold no common stock except
that $112,357,000 convertible bonds have been exchanged to June 30,
1916, for an equal amount par value of common stock.

The preferred stock shown in the statement was sold to the public
through the medium of bankers.

The securities. covered by the statement represent 42.62 per cent of
the eapital liabilities of the Atchison, Topeka & Santa Fe HRallway Co.
as of guue 30, 1916, including assumed nhlifaticms of sobsldiary rcom-
panies outstanding in the hands of the public.

Yours, truly, E. P. RirLEY.
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Atchison, Topeka & Santa Fe Ry. Co.
PROCEEDS OF SALE OF SECURITIES, JAN. 1, 1896, TO JUNE 30, 1918,

Dates of sales. Par amount. | Cash proceeds. Discount.

Preferred stock:

December, 1915 $9,879,637.50

General )moﬂg'lga fours (due Oct.
1, 1995
" June, 1897. .
July, 1898..
\O\ember. 1868
April, 1899
May, 1800

'Y
=3

SEEzzEEzsss
2888183388

RIS

—

October, 190
April, 1908. . ..o cnieenan

= B =T A - T

8| 88282882388

§| 88883838888
8| 85388388838

3

32, 746, 741.66
Eerial debenture fours ($2,500,000
due Feb. 1, 1003, and each year
thereafter):
Februury, 1902 ... .oiceaaaasi

Eastern Oklahoma Division first
n:un.:\]go Iours (dua Mar 1 1928)

April, 1'303
Moy, 1008522250000
Jlme 1903..

27,600, 000. 00

%

HECES
2| 2388233 \

b

247, 41? 53
1,052,745.33

8| S8a8

=

Transcontinental Short Line fours
(]lluc July 1, 1938)

Ju STy 8 1,487, 500.00

&'pu‘mber 1915. = 545, 000. 470, 062. 50 74,937.50

November, 1915...cvveeesinaan . 000. 050, 000. 00

2,212,437. 50

California-Arizona lines four-and-
a-halfs (due Har 1 wuz)

March, 1912.. . 182,906.95

largely true in the other instances of the branch lines which I
have here, and which I will not read, asking permission to put
them in the Recorp in connection with my reémarks.

The Boston & Maine Railroad has sold bonds since 1896 to an
aggregate volume of $43,338,000. The bonds average to bear
about 4 per cent interest. They range from 3 per cent to 4%
per cent. The return to the treasury for these bonds aggre-
gated $43,5623,543, or almost exactly the par of the bonds—
slightly more rather than less,

The Boston & Lowell Corporation, the branch of the Boston
& Maine to which I have referred, issned bonds in that period

gegregating §4,278,000, which brought to the treasury $4.331,000.

As I have stated, all these securities were issued under the
direction and the approval of the Massachusetts Public Service
Commission.

I will ask to put in the Recorp all the figures relating to this
system, some of which I have quoted.

The VICE PRESIDENT. Without objection, it is so ordered.

The matter referred to is as follows:

Boston & Maine R. R.
AMOUNT RECEIVED FOR COMMON S'IOCK ISSUED FOR CASH 1880 TO 1916.

Ampunt.
realized.

Shares

Price per
(par, $100).

Sy Issued to—

P I ) e e e I 40,414 $100.00

3 %E:%EE?.
g gzggssis

Stocé;}mldm's--

e e Sk
Public. .

“Btockholders..
Publie. .

Stockcholders. .
blic

i 0

E8EE8sas

August, 1911

B

COMMON STOCK ISSUED TO STOCEHOLDERS IN EXCHANGE FOR STOCK OF
ROADS PURCHASED.

Market
value.

Shares

(par, $100). Amount.

Account.

Convertible fours, Issue of 1905
{due .Tum 1, 1935):
April, 1
April, 1900
Beptember 1909
March, 1910...cuneun...
April, 1915. .

1,186,139.75

48, 546,322.75 1,104,677.25
Convertible fours, issue of 1909 S Ha s
due Ilmsl 1955):
Ju 20,105, 740. 00
43,904, 430.00

23,756, 560.00

847,740.00
218, 430.00

July, 1907... 299,340.00

In other words, it will be found there has been a discount of
about 5 per cent on the par value of the bonds of the Atchison
road that have been issued since its reorganization in 1895, and
the only capital stock issued was sold at substantially par.

I take another railroad. In this instance I am going to take
a New England railroad, the Boston & Maine. I think there
never has been any contention as to any part of this system
that any money that has gone into the system has been badly
spent on any charge against its directors, as has been the case
with the Ne-v Haven road.

The Boston & Maine Railroad issue of common stock between
1890 and 1916 aggregated $222,438,654, at an average price of
$126.92 a share. In other words, the amount realized by the
railroad amounted to a premium of very nearly 27 per cent on
its par value.

The stock issued by the branch lines of the Boston & Maine
Railroad during that time amounted to 102,615 shares. The
average price at which these stocks were sold, the return made
to the treasury, was $207.82 a share. In other words, the treas-
ury received more than twice as much in the case of its branch
lines as the par value of the stock issued.

The summary of the Boston & Maine system shows a capital
stock of 307,000 shares, which has netted the treasury of the
company $46,757,182, or, practically speaking, 50 per cent more
than the par value of the securities.

One of the principal branches of the Boston & Maine system
is the Boston & Lowell Railroad, which owns the terminals of
the system in Boston. There have been issued by the Boston
& Lowell Railroad during the period to which I am referring,
the last 26 years, 21,500 shares of stock, at an average price of
$204.74. 1In other words, the Boston & Lowell treasury has re-
ceived more than $2 for every $1 of stock issued, and that is

May 81890
June 15,1802

Consolidation of the Eastemn
P.G.F. & C.ronds.....
each .

102,615,253

325, 053. 907 49, 550,225.71

BUMMARY,

Amoant,

207,081,907 ltlﬁ,ﬁ‘?‘lx‘z.-l?

17,972,000
323,033, 907

2,802,043, 24
49,559, 225.71

KEW ISSUES OF BOSTON & LOWELL R. R. CAPITAL STOCK (PAR, $100 I'ER
SHARE) SINCE ITS LEASE TO BOSTON & MAINE R. R., JUNB 22, 1887,

Shares. Amount.

Price per
shars, Issued to—

$173.245 | Publie......| $173,245.00
I7.125 |.....do

lSﬂl]]

Egzsssicuasssess

it £

g
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Boston & Maine R. R—Continued.

XEW ISSUE OF CONCORD & MONTREAL R. M. CAPITAL STOCK (PAR, $100
PER SHARE) SINCE ITS LEASE TO BOSTON & MAINE R. R., JUNE 29, 1845,

-
-

-
B s

8| 8888338

8

NWEW ISSUES OF
SHARE) STOCK SINCE ITS
30, 19000,

FITCHBIURO R. BE. PREFERRED CAPITAL (PAR,
LEASE TO THE BOSTON & MAINE

$100 PER
R. R., JUNE

g
3

Shares
(par, $100)

NEW ISSUES OF CONNECTICUT RIVER R, B. CAPITAL STOCE (PAR, $100 PER
SHARE) SINCE ITS LEASE TO THE BOSTON & MAINE R. R., JAN. 1, 1893,

$137, 500.00
7,811L.00

52, 250,00
1,478, 060. 00

1,865, 621.00

BETATEMENT OF SALE OF BOSTON & ﬂA‘I“ BONDS OUTSTANDING JUNE 30,
1916.

Date of issne. Amount. | Rate. c“f;'u‘_“ﬂ Sald to—
February, 1887 (Impt., [$1, 919, 000.00 4 [$1,947,000.00
sk, l‘un(i),
S L 6, 000,000. 00 :; E’%&'%% Drexel, Morgan & Co.
b § Vs ] s
Juby, 1000... 5,454,000, 00 3 | 5,454,000.00 | Exchanged for com-
mon stock Fitehburg
R. R. Co., Massa-
ber, 1001 1,000, 000. 00 1,029,200.00 | Loo Higeinson & Co.
November, 1001...... g y
anuary, 1808. .. ... 2, 000,000. 00 a 1,945,000.00 | Estabrook & Co.
Fe 1005 oonn. 500,000, 00 493,375.00 | N. W. Harris & Co.
September, 1906 - ... 10, 000,000, 4 |10,120,000.00 | R. L. Day & Co.
April, 1008 ...oooe 1, 700, 000. 00 ﬁ 12,054, 510.00 | Wm. A & Co.
June, 1857 (P. G, F. & | 1,000,000.00 1,000, 000. 00
.
Jamary, 1890 (W. N. | 735,000.00 4 | 735,000.00 o s
October, 1804 (W. N. | 360,000.00 4 | 380,000.00 | Mainewith purchase
Juﬂai %05 (W.N. & | 150,000.00 4 | 150,000.00
Total....ocoeees 43,338,000.00 |........ 43, 523, 543. 80

1 Sold at anction; purchased by Boston & Maine R. R.
£ Average,
'stsmarusoidstmum.pmhnsedbym& Maime R. R,

4Av
dunnrm‘ﬁa mewmmmmovmvmn,n dollar for

Boston & Lowell R. R. Corporation.
BTATEMENT OF SALES OF BONDS DURING PAST 25 YBARS,

Cash reali-

Date. Par. sation Sold to—
October, 1897........| $200,000.00 | $207,163.76 | E. C. Btanwood & Co,
October, 1808. .. .| 214,000.00 231,841. 18

620, 000. 00 634, 353. 00

819, 000. 00 833,084.12 | 6. A. Fernald & Co,

250, 000. 00 250,000.00 | Les Higginson &

500, 000. 00 485, 567. 50 | F. L. Higeinson,

500, 000. 00 488,722.22 | R. L. Day & Co.

325, 000. 00 323,004. 55 | Mackay & Co.

350, 000. 00 250, 708. 67 | James Hutchinson.

1,000,000.00 | 1,017, 190.00 | Merrill, Oldham & Co.

Total... 4,278,000.00 | 4,331,723.00

Mr. WEEKS. I now take a railroad system in still another
section of the country, the Loulsville & Nashville system. In a

TEW which we realized

letter to me under date of July 17, the first vice president, Mr.
Mapother, writes as follows:

LOUISVILLE & NASHVILLE Rarzoan Co.,
Louwisville, Ky., July IT, 1915,
Hon. Joux W. WeE
United States Sennts, Washington, D. O.

My Deanr SexaTor: In respomse to your favor of the 7th imstant,

dressed to the resldent.. making in ui ns to the sales of stocks
and bonds by the Loulsvllle Nashv Co. during the last
25 years, I submit the following:

1. Price at which stock was sold :

Stock issue, par valune
Net amount realized
Average price per share of $100

2. To whom sold—stockholders or the k?uhl}c Of the total par value
issue, $11.975.172 was issued to steckholders at par and the remainder
sold to the publie.

3. Price at which bonds were sold :

The total amount of bonds sold during the 25
amounted to $177,663.500: net amount realized, S'll%!

Included In the above par value are bonds axg:regntlns 342 Oun L000,
which are ne longer outstanding in the hands of the public ha\rini
mahtaa%d. from which there was realized when or soi §39,-

Deducting these two amounts from the total sale and net amnunt
realized, we have as the amount of par value of bonds sold during the
Iaat 25 years, which are outstandin i in the hands of the public, $§135,-

663,600, and the net amount realized on these bonds amounted to
8130 147,857.88.

The nveragnmmt reallzed per bond of $1,000 was $959

41 Propor which above sale of securities bears to . tha total

capital

Total lssue of capital stock
Proportion of sale during last 25 years to the

$24, 012, 300, 00
22, 806. 776. 77
95. 77

r v"nlua.

$72, 000, 000. 00

total per cent__ 33. 35
As of May 81, 1916, the total bonded debt outstand-

ing in the hands of the public was______________ $172, 932, 000. 00
Proportion of the sale for the last 25 years of bonds
which are still outstanding to the total outstand-

ms is per cent.__ 75. 26
The total net sale, par value, of capital stock and

bonded debt for the 25-years period aggregated___ EIED. 675, 800, 00

_____ 153, 144, 434. 15

e total capltal stock nnd bonded debt outstanding
in the hands of the publie
The value of total sulea represents____per cent_
u?utota] stocks and bonds outstanding and of the
realized 1s per cent_.

$244, 932, 000. 00
65. 60

62.53

!juurs. truly, T
“Pirst Vice President.

In other words, the treasury of the Louisville & Nashville
Railroad operating in the southern section of the country re-
ceived practically 97 per cent of the par value of every bond
and every share of stock which it has outstanding.

Now, I take another road, the Union Pacific, which has be-
come one of the great rallroad systems of the country. 1 have
here a statement of the bonded indebtedness and the stock is-
sued since the reorganization of that system in 1897. I will
ask to put this in the Recorp without reading, because the
figures there bear out the general statement which I have made
in connection with the other roads,

The PRESIDING OFFICER (Mr. Asuurst in the chair).
Without objection, that order will be made,

The matter referred to is as follows:

Uxsiox Paciric STYSTEM,
New York, July 21, 1916,
Hon. J. W. WEEE

DUnited Btatea 'Senate, Washington, D. O.

Dear Sik: Your letter of the Tth Instant, addressed to Mr. A, L.
Mohlor as president of the Unlon Pacific Railroad Co., requesting in-
t ormation as to sales of securities by that company, has been referred
0 me.

In compliance with your request I have had compiled and inclose
herewith a statement glving the desired information In so far as we
are able to furnish it. The Union Pacific System was reo ized in
189G and 1897, and the existing compani which acqguir the rail-
road properties as a resnlt of the reo zation, have none of the
lnr?rma on which you request for the period prior to the reorgani-
zation.

You refer to a speech by Senator La FOLLETTE Pr nted in the Cox-
GrESsIONAL Recomp of Thursday, July 6. This citation Is apparently
erroneous, and we have not been able to find the speech to which J
refer., 1 should be greatly obliged if you would bave a corrected cita-
tion sent me.

In 1914 1 had some correspondence with Senator THOMAS, of Colo-
rado, the rindlml part of which was printed in the CONGRESSIOXAL
RECORD, © Aprl 13 1914, page 7149, and April 22, 1914, page TG00,
concerning a of eert,li Union Pacific ﬂnnm:tn. which he
had made on the ﬁwr of the Senate.

Yours, very truly, R. 8. LoveTT.
Union Pacific System.
CAPITAL BTOCK AND FUNDED Dlga ‘fopﬁf“s oF THE PrpLic A8 oF JUXxs
[Union Pacific R. R. Co., inmrpomed July 1, 1897 ; Oregon Short Linc
R. R. Co., lncorporated Feb,

“Washington R. It &
l\lvlsntion Co., Incorporated f\nv. ‘f successor to Oregon
R, Nnvmt:on Co which WS mcorporatcd July 10, 1806, and
d.l.mlv on
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CAPITAL STOCK UNION PACIFIC R. R. CO.

Common stock :
Issued at par value under “ Plan and agreement for re-
organization dated Oct. 15, 1895,” in part payment

for rallroad and other property acquired __________ $00, 088, 400
Issued In exchange for the eapital stock of the Oregon

Short Line R. Co. on basis of par value of U. P,

R. R. Co. atndiforparvn.lueﬂ 8. L. R. R, Co.

stock and ln mah r share, amounting to

$820,479. R. Co. stock was owned

by lthe public ntmzi had been Insl.hed mﬂi%red th; & P%

and agreement for reorganization

1896 2= © 27,849, 300

Issued in exchange, at par value, for Oregon R. R. &

Navigation Co. common stock owned by the public,
which had been issued under * Plun and agreemenf
for reorganization dated In 1895 ___________ — 7,690,600
Issued for conversion of first lien convertible 4 ¥e.r
cent bonds at rate of $100 par value in stock
each $100, face value in bonds. The comvertible
bonds were previously sold at their face value,
29,450,000 to the stockholders and $60,000,000 to -
he public —__ s i 99, 450, 000
Issued for conversion of ﬂo-yekr 4 per cent convertible
bonds at rate of $100 par value In stock for ¢ach
$175 face value in bonds, The $46,926,775 in bonds
oonverted were originally sold to the stockholders
Fr cent of face value, which amounted to
342 23 26, 815, 300
Total common stock. 222,201, 600
Preferred stock:
Issued at par value under * Plan an a.geemmt for
reo zation dated Oct. 13, 1895," Tt pay-
for rallroad and other prnperty T4, 974, 200
Issued in exchanﬁe at par value, for Oregon R. R.
& Navigation Co, preferred stock meﬁ by the
publie, which had been issued under * Plan and
agreement for reorganization dated in 1895"_____ 9,883, 800
Issued In exchange, at par value for face value, for
Oregon Short Line R. R. Co. collateral trust, non-
cumulative income B bonds owned by the publie,
which had been issued under * P.lan and nzreemen'f
for reorganization dated Feb. 20, 1 M eemee—— 14,685, 500
Total preferred stock. 99, 5438, 500
—_——
FUNDED DEBT UNION PACIFIC R. R. CO.
First mor raflroad and land grant 4 per cent bonds :
Issue ngteface value under “ Plan and ent for
reor nization dated Oect, 15, 1895,” in part pay-
for rallroad and other property acquired. .- £9, 978,000
Issued in exchange, at par value for face value, for Ore-
n Short Line R. Co. noncumulative income A
nds owned by the puhllc. which had been issued
under * Plan and agreement for reor tion
dated Feb. 20, 1896 " 6, 584, 000
‘iosd to public at 102 per cent of face value, amount-
ing to $8,600,760_.____ 8, 438, 000
L —— e —
100, 000, 000
First lien and refunding ort{ngwa4pereuntbundssolﬁ
to the gubuc at 93 per cent of face value, amounting
to $60,876,023 605,458, 090
20-year 4 per cent convertible bonds sold to the stock-
lmlders at 90 per cent of face value, amounting to
$24,151,703 ___ 28,835, 225
OREGON SHORT LINE R. R, CO.
Oregon Short Line Ry. Co. first mortgage 6 per cent bonds
l‘ssl}llid in é&Sl Asstlmef'! by Orgs:ngﬁ pe dCi;durﬁ‘d%r
. n and agreement for reo ation dat ‘el
20, 1896 " 14,931, 000
Utah & Northern Ry. Co. first mortgag[‘ e 4 per cent bonds .
¥Plan end agreement fur receunisetion Gl Peb.
” and agreement for reorgan n
20, 1896 " 4,001, 000 |
Utah & Northern R¥ Co. consolidated murtga%f 5 per ceut
bonds issued in Assumed by 0.
under “ Plan u.m‘l sgreement for mrpnlzaﬁon d.ntad
Feb. 20, 1896 " 1,744,000 |
Consolidated mortgage 3 per cent bonds :
Issued at face value under “ Plan and n;freemnut for i
reorganization daved Feb. 20, 1896, part pay- !
ment for railroad and other pl:opcrty acquired____ 10,285,000 |
Bold to the public at face value 2,038,000 |
12, 328, 000
= - =
Noncumulative income A bonds issued at face value under
“ Plan and agreement for reorganization dated Feb. 20,
1896," in part payment for oad and other prnperty
acquired 272, 500
Collateral trust noncumulative income B bonds issued at
face vnlue under * Plan :md agreement for reorganiza-
tion dated Feb. 20, 1896,” in part payment for rail-
road and other propcrts ucquirﬁl 25, 000
4 cent refundil bomnds sold to the public at 97.56
per cent of face value, amounting to $43, Vi1 | e ety 45, 000, 000

OREGON-WASHINGTON K. R. & NAVIGATION CO.

Oregon R. R. & Navigation Co. consolidated mortgage
4 per cent bonds:

Issued at face value under * Plan and agreement for

reorganization dated in 1805, in part payment for

railroad and. other property acquired_ . ___ 15,174, 000
Issued at 110 r cent in exchange for $4,900,000

Ol'egan Navigation Ce. first mertgage 6 o

‘- ---------- 5r L

Bofd to the public can not fornish prieces__________ 2, 816, 000

23, 380, 000

—————— ]
Pirst and refunding mor 4 per cent bonds sold to the
ublic at 90 per cent of face value, amounting to

35,698,632 _ - 39, 664,080

Total funfed debt 334, 620, 850

Nore.—The above represents securities held by the public and does
not include stock and bends of the respective Unien Pacifie system
companies held in the Treasury or owned within the system.

Jurnx 20, 19186.

Mr. WEEKS. Also, I have a statement of the Soufhern
Pacific System, which eperates in the mme secﬂon of country
covered by the Union Pacific System.

The issue of stock in the Southern Pacific system since De-
cember 31, 1890, amounts to $156,509,000. Of this amount
#81,636,41564 was issued In exchange for stock of companies
forming part of the system. This leaves $74,963,100 to be ac-
counted for. Seventy-four million four hundred and fifty-one
thousand eight hundred dollars was issued in exchange for an
equal amount of preferred stock, which has been issued for cash
at par. Five hundred and eleven thousand three hundred dol-
lars was issued in exchange for convertible bonds, which had
previously been issued for .cash at par. Of this last amount
$509,300 was issued at a premium of 130.

1 annex a statement giving the detail of the bond issue and
the tetal issne aggregating $249,000,000. There are mow out:
standing $204,000,000, the remainder having been retired or con-
verted inte stock. I ask that there may be printed in the
Recorp the statement relating to this matter which I have heen
discussing.

The PRESIDING OFFICER. That order will be made.

The matter referred to is as follows:

SovTrERN Paciric Co.,
: July 27, 1916,

Hon. Joux W. WEEBKS,
United Biates Semue, Washington, D. 0.

Dpar 8mm: Mr. Willlam Sproule, president of the Southern Pacific
Co., as well as of fhe ‘Southern Pacific Railroad Co., has referred to me
z)ur letter of July 7, in which you a.ak to be furnished with certain
formation as to the sales of stocks and bonds by the * Southern
Pacific Railroad Co.” and its leased lines during the last 25 years.

The Southern Pacifie Raflroad Co. owns one of the several lines
com g the Bouthern Pacific system, which is operated under lease
tl' e Bouthern Paclfic Co. On account of the ost total destruc-

on ot sts tor&arate mcords by the Ban Francisco fire of 19086, it is

resent time to l‘nmh:h you with the desired infor-
mntion the present time,” for agents of the valuation de-
partment ot e Interstnte Commerce on, with the cooperation
of our own officers, have been engaged for some time in the endeavor
to work out from what remains of the corporate records information
similar to that which you have asked for. It is belleved that this
wur.!;hwﬂ.l be ecompleted and a report made in about slx weeks or two
months.

The parent company of the Bouthern Pacific System is the Southern
Pnciﬁc Co., a EKentucky corporation, oge executive officers are in
New York. Your letter was referred to me, as chalrman of the execu-
tive committee of the Southern Pacific Co., doubtless because Mr,
tgrcm]e thonght that yon had in mind the Southern Pacific Co. By

Equitable Bullding fire of 1912 this company also incurred the loss
of nearly all its corporate records.

From the printed annual reports of the Southern Pacific Co. and
from its orts to the Interstate Commerce Commission it appears
that its outstanding capital stock was issued either in exchange for
the stock of the companies which compose its system or for the
equivalent of cash at par.

‘The issne of its stock ®ince December 81, 1890, amounts to $156,-
599.515.64. Of this amount, $81.636.4 15.64 was issued in
for stock of companies £ormins art of its system. This leaves
74,063,100 to be accounted for: 4,451,800 was issued In e:cha.n;e
or an equal amount of | N‘fPP‘l‘ﬁd stock, which had been issued for
cagh at par; $511,300 wna issued in exchange for convertible bonds,
which had previously been issued for cash at par. Of this last amount,
§509,300 was issued at a premium of 130,

All the bonds of the Southern Pacific Co. have been issued in the
last 25 years; $16,818.,5600 were issued in 1900 in comnection with
the acquisition of the Cem‘ral Pacific Railway Co.; the remainder
were issued at the h rices obtrainable, varying from a um
of 87.50 for an usue of g‘ per cent lmnds cnrlng fiscal year ended
June 80, 1912, to & maximum of 96.75 [ :ﬁer cent bonds during
fiscal year ended June 30, 1913, The Slss 500 of convertible
bonds ‘were issued for cash at par. [ annex n statement giving the
details of the bond issues. the total issues, sggregating $249,.-
845,000. there are now outstanding $204,885,110. The remainder
have been retired or converted into stock.

Yours, truly, J. KRUTTSCHNITT,
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Southern Paciﬁc‘ Co.

BONDS ISSUED TO JUNE 30, 1815

Rate at Par value of
Tille of bonds. Par value. vf]]g;hmﬂ-d Disposition of bonds. ‘”!mlwm b
mission), June 30,1916,
First mortgage 6 per cent steamship bonds, issued fiscal year—
L R e e S A S S N e Lo i s By on I 1 1) 100 | Bold to Pacific Imﬁ:ovement(!o. (eventuaily acquired by None,
the Central Pacific Ry. Co. for sinking funds).
I s P e e SR SRS S PP S e 1,029,000 foc i S
Tolal. .. R e Tl e e U 3,000,000
mqweeu.tgoldbon&s issued fiscal year—
Unable to ascertain (rom records account destruction
{ thereol in Equitable Building fire Jan. 9, 1912; issued } None.
for corporate purposes of the company.
Issued in ex::hauga for a like amount of two 5-year 4 I
{ cane pold year 4} per } None.
Total. . S N e R ]
4 per cenl gold bunds (C. s o sLocL cullnteral}. i:sued !lscal )'ear—
900 .2 vinvas 16,818,500 |............| Issued in tpﬂ}mentofpurchasopﬂeeo:(:anua Paeifie $34, 218, 500
. R. Co."s common stock, in h readjost-
ment W ad that I:oldets ul' the said
stook s d recelve share for share in Sou Pacific
toctandz:parmttns P Lu.ipet
eent ﬁld bonds (C. P. stock collateral
12,000,000 |............ ml’ uchange at par for sL,om,cuo Central Pacifie |.....cceveeeen
P
1003-1912. . canse J - 5,400, 000 % | Sold to Unim: Pacific R. R. Co. to reimburss 8. P. Co. o [uveeersonennn
advances made for additions and betterments ('sntral
Pacific Ry.
f D L e e o L T e A e ve sl = | S AR, B0
4} per cent 20-year gold bouds, issued fiscal year—
1009 ; 73000 Issued in tw}mr m me"lt of proferrod stoek surrendered and
PN e e ey 3 000 } ........... received for each share surrendered 227,000
""""""""""""""""""""""""""""""""" 3 100 per cent ln bouds and 20 per cent in cash.
Taotal e - s 227,000
Sold to stockholders to reimburse company for expendi-
100 tares account and equipment and provide funds for 81,151,910
future additions and betlerments.
Sold to Kuhn, Loeb & Co.!
88 24,965, 700
874 | Bold to Union Pacific . R
5pﬁgrtmmm'bhmm’]_ 51,526,427 w Issued to stockholders to reimburse compnmdfm'etmnd}- -
wone: I ) "e0m | 100 |} tures ncoonnt rosd and equipment and to refand ¢ 54,527,000
Total.. Bl v 54, 532, 500
Equépmant trust 43 per cent certificates: .
Issted Boal Fear 1018, . il i niie vevansanasssaninssnsins ?M.DM 96. 756
Issued fiseal year 1014.... y , 120, 000 +05. 89 ||Sold to Kuhn, Loeb & Co. to provide funds with which to 9.745,000
Series B, fssued fiscal 1014_. ... 2,010,000 |  +95.62 |[ purchase rolling stock, ZE
Beries C, 'jssued fiscal year 1915. 1,170,000 -+06.45
R e L T e S o ST AP AV P TEA kb A Y AT 13, 300, 000
Grapdtotak st vinsiivitam it a S s e 045,000 [ rn s R S e 2 ..l 204,835,110

! To relmburse company for expenditures account Bay Shore Line and terminal facilities.

Mr. WEEKS. 1 have statements from other prominent rail-
roads of the country that practically substantiate the figures
which I have given in the roads I have cited

In a word, I want to say, Mr. President, that I do not find
that any railroad company in this country has issued securities
during the last 25 years materially below par, and that the
average of all the railroad securities issued, both stocks and
bonds, during that period is substantially 95 per cent of their
par value. I doubt, unless in the very remotest sections of the
United States, in the case of some small railroad, if there has
been a single mile of road built during the last 25 years where
a bond issue has been made and the stock has been given to the
purchaser of the bonds as a gratuity. It certainly has not
been done in the case of any of the great railroad systems of
the country, which have constructed practically all of the mile-
age which has been constructed in the United States during
that time. I do not know a single instance of an old railroad
where that has been done. I think in one or two cases in the
Southwest I have heard of cases where raflroads have been

undertaken by a sale of bonds, and the stock sold at a material
discount from par. In one instance—I do not recall the name
of the road; I guess it was the Kansas City & Southern or the
Kansas City & Gulf—the road was in the hands of a receiver
before it was completed. The same individuals attempted to
construct a road in a southwestern dirvection from Kansas City—
with this the present Presiding Officer (Mr. Asmurst in the
chair) may be familiar—but I think the result was exaclly
the same as in the previous case—that the road went into the
hands of a receiver before the construction was completed,

So finally in my investigations, which have been fairly thor-
ough, I do not find any instance which will corroborate the
statement made by the Senator from Wisconsin—that railway
stocks are given to the purchasers of bonds, and do not bring any
return to the treasury of the road.

I make this statement and submit these fizures not because 1
care personally anything about defending the railway situation
in the United Stafes in any other manner than to promote the
public interest by furnishing the public with sufficient coufi-
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dence in railway securities so that they may safely invest in
them and thereby enable railroads to make developments which
will enable them to perform the service which the public has
a right to demand. If what I have submitted has any influence
in bringing about that condition, I am quite contenf, I certainly
have had no other purpose in taking this matter up for discus-
sion at this iime.
MESSAGE FROM THE HOUSE.

A message from the House of Representatives, by J. C. South,
its Chief Clerk, announced that the House disagrees to the
amendments of the Senate to the bill (H. R. 15522) to establish
a national park service, and for other purposes, asks a confer-
ence with the Senate on the disagreeing votes of the two Houses
thereon, and had appointed Mr. Ferris, Mr. Tayror of Colorado,
and Mr. La FoLLETTE managers at the conference on the part of
the House.

The message also announced that the House disagrees to the
amendments of the Senate to the bill (H. R, 8234) to prevent
interstate commerce in the products of child labor, and for other
purposes, agrees to the conference asked for by the Senate on
the disagreeing votes of the two Houses thereon, and had ap-

pointed Mr. Lewts, Mr. MagER, and Mr, SyrrH of Michigan man-.

agers at the conference on the part of the House.
¥ ENROLLED BILLS SIGNED,

The message further announced that the Speaker of the
House had signed the following enrolled bills, and they were
thereupon signed by the Vice President:

H. R.12717. An act making appropriations for the Depart-
ment of Agrieulture for the fiscal year ending June 30, 1917,
and for other purposes;

H. R.13224. An act to amend an act entifled “An act to
authorize the establishment of a Bureau of War Risk Insur-
ance in the Treasury Department,” approved September 2, 1914,

H. R.15957. An act granting pensions and increase of pen-
slons to certain soldiers and sailors of the Regular Army and
Navy, and certain soldiers and sailors of wars other than the
Civil War, and to widows of such soldiers and sailors; and

H. R.16699. An act making appropriations for the support
of the Military Academy for the fiseal year ending June 30,
1917, and for other purposes. 5

PETITIONS AND MEMORIALS.

Mr. PHELAN presented a petition of the Men’s Club of the
St. Andrew's Episcopal Church, of Los Angeles, Cal.,, praying
for the enactment of legislation to prohibit interstate com-
merce in the products of child labor, which was ordered to lie
on the table.

He also presented memorials of sundry citizens of California,
remonstrating against the enactment of legislation to limit the
freedom of the press, which were ordered to lie on the table.

BILLS INTRODUCED.

Bills were introduced, read the first time, and, by unanimous
consent, the second time, and referred as follows:

By Mr. THOMAS:

A bill (S. 6808) granting a pension to Mrs. W. H. Holmes
(with accompanying papers) ; to the Committee on Pensions.

By Mr. SMOOT:

A bill (8. 6809) granting an increase of pension to William
F. Wilson (with accompanying papers) ; to the Committee on
Pensions.

By Mr. REED:

A bill (S. 6810) for the relief of John H. Rheinlander; to
the Committee on Claims.

WITHDRAWAL OF PAPERS—TABITHA RASK.

On motion of Mr, Prrraax, it was

' Ordered, That the papers In the case of the bill 8. 4156, Sl:xty -fourth

Congress, “first session, granting a pension to Tabitha with-

g‘:awn from the files of the Senate, no adverse report having been made
ereon,

NATIONAL PARK BERVICE.

The VICE PRESIDENT laid before the Senate the action of
the House of Representatives disagreeing to the amendments of
the Senate to the bill (H. R. 15522) to establish a national park
service, and for other purposes, and requesting a conference
with the Senate on the disagreeing votes of the two Houses
thereon.

Mr, SMOOT. I move that the Senate insist upon its amend-
ments and agree to the conference asked for by the House, the
conferees on the part of the Senate to be appointed by the Chair,

The motion was agreed to; and the Viee President appointed
Mr. Myers, Mr. Troaas, and Mr, Smoor conferees on the part
of the Senate.

THE MERCHANT MARINE.

The Senate, as in Committee of the Whole, resumed considera-
tion of the bill (H. R. 15455) to establish a United States
shipping board for the purpose of encouraging, developing, and
creating a naval auxiliary and naval reserve and a merchant
marine to meet the requirements of the commerce of the United
States with its Territories and possessions and with foreign
countries, to regulate carriers by water engaged in the foreign
and interstate commerce of the United States, and for other
purposes.

Mr. FLETCHER, Mr. President, I presume it would now be
in order to have the Secretary read the bill and take up the
amendments of the committee in their order.

Mr. SMOOT. I will ask the Senatot not to make that request
at this time. I will say that there are no other Senators ready
to go on to-night, but they will be prepared in the morning, and
I hope the Senate will now adjourn.

Mr. FLETCHER. I think, Mr. President, I will not ask
unanimous eonsent to have the bill read and consider the com-
mittee amendments first. We have had a very hard day of it
anyway, and I move that the Senate ndjourn until 12 o'clock
to-morrow.

The motion was agreed to; and (at 5 o’cloek and 15 minutes
p- m., Wednesday, August 9, 1916) the Senate adjourned until
to-morrow, Thursday, August 10, 1916, at 12 o'clock meridian.

HOUSE OF REPRESENTATIVES.
WepNespay, dugust 9, 1916.

The House met at 12 o’clock noon.

The Chaplain, Rev. Henry N. Couden, D. D,, offered the
following prayer:

Our Father who art in heaven, we approach Thee in faith
and confidence that we may be guided by the light of Thy spirit
through all the duties of this day; impress upon us, we beseech
Thee, the certainty of the great and universal law: “ Whatso-
ever a man soweth, that shall he also reap. For he that soweth
to his flesh, shall of the flesh reap corruption; but he that
soweth to the Spirit, shall of the Spirit reap life everlasting.
And let us not be weary in well-doing, for in due season we shall
reap, if we faint not.,” Hear us and thus bless us in the name
of Jesus Christ our Lord. Amen.

'I‘h:d Journal of the proceedings of yesterday was read and ap-
proved.

MESSAGE FROM THE SENATE.

A message from the Senate, by Mr. Waldorf, one of its clerks,
announced that the Senate had insisted upon its amendment to
bill (H. R. 8234) to prevent interstate commerce in the products
of child labor, and for other purposes, had requested a confer-
ence with the House of Representatives on the bill and amend-
ments and had appointed Mr. Newrawps, Mr., Ropinson, and
Mr. Crarp as the conferees on the part of the Senate.

The message also announced that the Senate had passed with-
out amendment joint resolution of the following title:

H. J. Res. 193. Joint resolution authorizing the Postimaster
General to provide the postmaster at Newark, N. J., with a
special canceling die for the Newark Two hundred and fiftieth
Anniversary Celebration.

The message also announced that the Senate had agreed to
the amendments of the House to the bill (8. 5976) to amend an
act approved May 29, 1908, entitled “An act to amend an act to
authorize the Baltimore & Washington Transit Co. of Maryland
to enter the District of Columbia,” approved June 8, 1896,

The message also announced that the Senate had agreed to
the amendments of the House of Representatives to bills of the
following titles:

8.1351. An act providing for the discovery, development, and
protection of streams, springs, and water holes in the desert
and arid publie lands of the United States, for rendering the
same more readily accessible, and for the establishment of and
maintenance of signboards and monuments loeating the same;
and

8. 5466. An act to open abandoned military reservations in
the State of Nevada to homestead entry and desert-land entry,
and to amend an act entitled “An aect to open abandoned mili-
tary reservations in the State of Nevada to homestead entry,”
approved October 1, 1890.

TRADE BELATIONS WITH FOREIGN COUNTRIES.

Mr. LONGWORTH. Mr. Speaker, I ask unanimous consent
to extend my remarks in the Recorp by publishing a letter re-
cently written by the President to the president of the Illinois
Manufacturers' Association. Mr, Speaker, T will say, this was
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